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ABOUT THIS DOCUMENT

This document is the fourth in a series of stud-
ies of the highway corridors leading to Mount
Rainier National Park. The study focused on
the Carbon River corridor on the north side of
the park, looking at portions of the SR 165, SR
162, and SR 410 corridors. The study included
public outreach, with participation from the
communities of Wilkeson, Orting, South Prai-
rie, and Buckley, as well as the Puyallup Tribe
and several participating agencies.

The study explored a variety of opportunities
to improve the visitor experience in the cor-
ridor, and to strengthen the relationship be-
tween local communities and the park.

The National Park Service partnered with the
US Forest Service and local jurisdictions to
complete the study through a two-week “cha-
rette” process. Public workshops, stakeholder
meetings, and interviews were followed by a
week of intense idea generation and develop-
ment of concepts and visualizations for poten-
tial activities in the corridor.

All recommendations in this document are
collective ideas generated by the project par-
ticipants and are conceptual in nature. Con-
sequently, they may contain inaccuracies or
omissions. A formal draft document was not
distributed prior to the release of this final
document. If advanced, recommendations
would require planning, and compliance with
a variety of environmental review including,
but not limited to:

Section 106 of the National Historic Preser-
vation Act (NHPA)

The National Environmental Policy Act
(NEPA)

Washington State Environmental Policy
Act (SEPA)

All of the ideas included here would also gen-
erally require additional public input, permit-
ting, and design prior to any implementation.

Therefore, until affected historic, cultural, and
natural resources are identified and avoidance
or mitigation strategies are negotiated with
regional Native American tribes and other
interested parties, the recommendations and
visions that follow remain subject to design
changes, relocation, or termination resulting
from federal, state, and local policies and laws
designed to ensure that tribal and other his-
toric, cultural, and natural resources are given

appropriate consideration and protection.
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The charette process included public meetings throughout
the corridor
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GENERAL STATEMENTS FROM THE MUCKLESHOOT AND
PUYALLUP INDIAN TRIBES ON THE CHARETTE

PERSPECTIVE OF THE MUCKLESHOOT TRIBE OF
INDIANS ON THE CARBON RIVER
CORRIDOR CHARETTE

The Muckleshoot Indian Tribe does not sup-
port the proposals conceptualized in this docu-
ment. Formal tribal consultation is required
for federal agency undertakings under NHPA,
NEPA, and other federal and state laws and
policies. To date, only limited consultation has
taken place, as planning and design activities
for specific corridor components have not yet
occurred. The area under discussion is of pri-
mary treaty and traditional importance to the
Tribe, which has expressed its grave concerns
regarding the potential direct and indirect
effects of the developments conceptualized
here. These include potential adverse effects
to historic, archeological and traditional cul-
tural resources, as well as to natural resources
and related values in the project area. It is im-
portant that planners and project proponents
understand that the Muckleshoot Tribe does
not see themselves as part of the stakeholder
group and has not subscribed to the visions
and values expressed here. Additional stud-
ies addressing the Tribe’s concerns will be re-
quired prior to finalization of any component
designs.

PERSPECTIVE OF THE PUYALLUP TRIBE OF
INDIANS ON THE CARBON RIVER
CORRIDOR CHARETTE

The Carbon River is the middle river within a
three-pronged river system referred to as the
Puyallup River watershed. For the Puyallup
Tribe, the Carbon River basin is a region that
has always been treasured as an area of ongo-
ing traditional cultural significance that is cen-
tral within the tribes” traditional homelands.

Historically, the indigenous people of the Car-
bon River basin were primarily displaced to
the Puyallup Indian Reservation after it was
established in December 1856. The Puyallup
Tribe recognizes the entire Carbon River ba-
sin as an area of great cultural value which is
linked both geographically and hydrologically
to the overall lower Puyallup River valley since
each of the three separate rivers of the greater
Puyallup watershed system all join together
here. Local ethnographic and historic informa-
tion emphasizes that tribal residences existed
both downwards of the foothill areas, as well
as throughout the overall Carbon River basin
area. Wapato John - of the Puyallup village
sited near the forks of the Puyallup/Carbon
Rivers - described Puyallup territory as reach-
ing to both Mount Rainier and the Cascade
Mountains crest. Early written descriptions of
the region oftentimes referred to the Carbon
River as the main branch of the river (com-
pared to the Puyallup branch). Since a time
immemorial, the Carbon River and its tribu-
tary systems have served as central features of
the cultural landscape of the Puyallup Indians;
all-importantly, the Carbon River was also the
most direct link between the lower Puyallup
valley and the overall Mount Rainier region.

Puyallup tribal connections to every portion of
the Carbon River basin persist strongly today,
although comparatively reduced due to prop-
erty ownership patterns and basic limitations
upon tribal access and/or available uses. It is
significant for the Puyallup tribal community
that key traditional practices and the natural
and cultural resource elements they rely upon
do have some reserved protections. Of particu-
lar concern to the Puyallup are adverse impacts
to local tribal cultural opportunities related to
native plants, fisheries, and wildlife, and also
tribal traditional cultural properties, sacred
sites and/or special places; especially impor-
tant is determining adverse effects in terms of
cultural needs of the tribes” still forthcoming
future generations.

The intent of the charette process and the vi-
sion presented via the charette document are
not congruent with Puyallup tribal needs in the
Carbon River region in that concepts nurturing
future urban growth and tourism in fashions
that conflict with tribal natural and cultural re-
source needs expected in the same geographic
area are effectively highlighted. Altogether, the
Puyallup Tribe recognizes the Carbon River
Charette document does not initiate any ac-
tions on an official basis, and that any future
actions should still be subject to tribal consul-
tation requirements; therefore the Puyallup
Tribe expects that it will be properly included
in all such related reviews and consultations,
whenever pertinent and/or appropriate in the
future.
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Introduction




Mt. Rainier

THE ROADS TO RAINIER —
GATEWAY CORRIDOR CHARETTES

Rising above its nearby neighbors in the
Cascade Range, Mount Rainier’s rounded
shoulders and broken top are a familiar profile
throughout western Washington. The moun-
tain is a cherished symbol of the region, and
although its meaning has changed with differ-
ences in cultures and attitudes, it has been a
place of cultural significance to local residents
for thousands of years.

The area that is now Mount Rainier National
Park has been an important resource area for
Native American peoples for millennia. Its
extensive sub-alpine ecosystems provided op-
portunities for hunting mountain goat and elk,
collecting berries and bulbs, and harvesting
other resources during the summer and au-
tumn seasons. These resources and traditions
are still vitally important to Native American
peoples today. The mountain also has great
cultural significance for Native American
groups throughout the region, where it figures
prominently in the tribes” stories and their un-
derstanding of everyday life.

Mt. Rainier National Park was established in
1899, in recognition of the unique opportuni-
ties for recreation and for the preservation of
the valuable scenic and natural qualities of the
park area. The idea of American national parks
was only 25 years old when Mt. Rainier was
selected for addition to the system, and it was
only the fourth national park established, fol-
lowing Yellowstone, Yosemite, and Sequoia.

The purpose of the National Park system “is
to conserve the scenery and the natural and
historic objects and the wild life therein and to
provide for the enjoyment of the same in such
manner and by such means as will leave them
unimpaired for the enjoyment of future gen-
erations.” Since its inception, the greatest chal-
lenge of the National Park Service has been to
find the appropriate balance between the pres-
ervation of the resources under its stewardship
and providing access to those resources for
public enjoyment. The series of corridor stud-
ies that includes this study of the Carbon River
corridor was prompted by the recognition that
the tribes, communities and regions surround-
ing the park play a critical role in helping to
maintain that balance.

Today, Mt. Rainier supports almost two million
visits per year, and most of those visits occur in
the four-month season from June to September.
Most visitors travel to the park in single-family
cars, and most visits to the park are day trips.
Only one visit in ten includes an overnight stay
in the park. In the short summer season a high
proportion of visits are on weekend days, test-
ing the park’s ability to handle peak crowds.

Peak traffic volumes are currently above the
capacity that the park is able to accommodate.
At Sunrise and Paradise, roadside overflow
parking winds down the access roads, often
for a mile or more. The Carbon River corridor
does not have the same visitor volumes as the
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Highway 165 in the Carbon River corridor

more popular destinations, but it also has less
capacity to handle even smaller crowds. Here
also parking lots are regularly crowded to
overflowing, with informal parking stacking
up along the roadside. Traffic volumes also
affect the communities outside the park, where
tourist traffic can cause significant congestion
and interfere with local mobility. Crowds also
interfere with tribal seasonal activities.

The underlying population and recreation
trends that cause crowding in the park and
gateway regions are increasing, and it is likely
that these issues will only become worse in
the future. Many of the ideas developed in
the charette processes focus on options for
managing growth and improving the balance
between benefits and impacts associated with
recreational travel.

Four transportation corridors provide access to
different portions of Mount Rainier National
Park:

The Nisqually Corridor leads from Seattle,
Tacoma, and Olympia to Mount Rainier’s
Nisqually entrance in the southwest corner
of the park.

The SR 410 corridor approaches the Park
along its northeastern edge and leads to the
Park’s Sunrise entrance.

The US 12 Corridor travels east to west
along the Park’s southern boundary, pro-
viding access between southern and east-
ern Washington State and Oregon, and
the Park’s Nisqually and Ohanapecosh
entrances.

The Carbon River Corridor leads from Se-
attle and Tacoma to Mt. Rainier’s Carbon
River and Mowich entries in the northwest
corner of the park.

MOUNT RAINIER NATIONAL PARK ¢ CARBON RIVER CORRIDOR CHARETTE
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Studies for the Nisqually, SR 410, and US 12
Corridors were completed between 1999 and
2002. The Carbon River Corridor is the last
of four regions to be studied. Together, these
studies identify many possibilities for partner-
ships and community enhancements that may
be possible for each of the specific regions sur-
rounding Mount Rainier.

Charette team members learning about the Foothills Trail

Like the other corridor studies, the Carbon
River charette focused on the area outside of
the park. It emphasized gateway communi-
ties, overall landscape patterns and opportu-
nities, interpretation, the visitor experience,

and a range of other related issues that have
recreational travel in the corridor as their con-
necting thread. In exploring the opportunities
related to the transportation network connect-
ing the Carbon River and Mowich Lake entries
of the park with the surrounding region, the
study emphasized ideas for helping local com-
munities benefit from their relationship with
the park in concurrence with helping the park
meet its long-term management goals.

THE TRANSPORTATION PERSPECTIVE

The series of four gateway charettes for Mt.
Rainier are being completed under the Alter-
native Transportation Program of the National
Park Service, with funding through the Federal
Highway Administration. Although the ideas
explored during the charette process are not all
related to roads or trails, they are connected
by analysis from a transportation perspective.
Gateways, visitor amenities, and the broader
environmental setting for these activities are
connected by the role they play in influenc-
ing the recreational travel experience. The
close ties between transportation and land use,
transportation and economic development,
and transportation and resource access all help
to connect the issues studied in the charette
as pieces of the recreational transportation
puzzle.

In the past, National Parks have set some of
the best examples for the development of rec-
reational travel systems. Mt. Rainier National
Park is an example of the best of early park
planning. It was one of the first parks devel-
oped through an exhaustive planning and
design process, with every curve in the road
and guardrail carefully considered for its con-
tribution to the visitor experience. Mt. Rainier
is also a good example of how providing public
access to park resources creates resource man-
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agement challenges. Areas of the park with
easy access are heavily impacted by visitor use.
Remote areas are much easier to manage for
long-term protection of the characteristics that
make the park unique.

The challenge for the park is to find strategies
that protect the park’s unique resources while
still allowing access—and as important as ac-
cess, an exceptional visitor experience. The
challenge of balancing access and conservation
holds just as true outside the park, in the sur-
rounding gateway regions. Developing new
visitor amenities, providing new parking for
visitors, making visitors more aware of oppor-
tunities—all of these kinds of activities have
the potential to increase the negative impacts
that visitors can have on resources and quality
of life. A common opinion in gateway com-
munities is that visitors who don’t do what
you want them to aren’t guests, they're just
traffic, and no one needs more traffic. In the
gateway regions, the charettes are working to
identify ideas to help communities manage
their recreational travel traffic, emphasize the
desired benefits of travelers to the region, and
minimize the undesirable impacts.

In traditional transportation planning, demand
for additional capacity is often met by building
more facilities, whether they are more lanes on
a roadway or more spaces in a parking lot. In
the parks (and more and more in areas that put
a high value on quality of life and the quality
of the environment), increasing transportation
and parking capacity can cause impacts that are
not consistent with the original and overriding
purpose of the park —to maintain the quality of
the place that we all want to visit. Rather than
increase capacity, the National Park Service is
exploring strategies to manage visitor demand
and the impact of visitors on the resource.

In some cases, this might mean getting visitors
out of their single-family cars. Many times
park destinations can accommodate more

Downtown Buckley

people even when they can’t accommodate
more parking. Providing transportation op-
tions like shuttles or bicycle trails can allow
visitors to enjoy the park resources without
having to increase parking lots or adding
road lanes. In other cases, strategies are being
developed to distribute visitors more evenly
throughout the park. To relieve demand at
a single large destination, there might be op-
portunities to promote or develop a series of
smaller sites in the park. Other strategies in-
clude providing incentives for visitors to avoid
peak times and instead take advantage of times
when the park is less crowded.

PARK, FOREST, AND GATEWAY PARTNERSHIPS

As Mt. Rainier works to maintain the bal-
ance between access, visitor experience, and
resource conservation within the park, many
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of the same issues are being faced by commu-
nities and other public lands surrounding the
park. Recreational destinations in the Mt. Baker
Snoqualmie National Forest are very popular
and are threatened by overuse. In many of the
Carbon River gateway communities, visitors
drive through but never turn off the highway
to support downtown businesses. The manage-
ment issues and opportunities represented by
recreational travelers in the corridor cross the
boundaries between jurisdictions and agencies.
Solutions must also cross the same boundaries.

Charette participants shared a wide range of
interests in the corridor:

A healthy, attractive natural environment as
a place to live, visit and/or respect.
Sustainable, vital local community economies.
Functioning multi-modal transportation
systems.

Amenities to improve local quality of life

and the recreational travel experience.

Corridor partnerships between residents, agen-
cies, tribes, and local jurisdictions are a promis-
ing strategy for achieving these shared interests.
Whether intended or not, actions taken by agen-
cies or jurisdictions in the corridor affect each of
the corridor stakeholders. As partners develop
a better understanding of each other’s priorities
and concerns, there is a much better chance
that integrated solutions can be developed that
provide benefits for each participant. Mt. Rain-
ier National Park’s recently completed General
Management Plan was an early step in describ-
ing the park’s commitment to partnerships with
gateway communities and public land manag-
ers. The Wilkeson visitor welcome center is an
example of the kinds of activities that the plan
advocates, where the park can benefit from
an opportunity for visitor contact early in the
corridor, and the community of Wilkeson can
benefit from travelers who stop for information,

then wander down the street and grab a snack at
the store or a meal in a restaurant.

The charette process is another step in helping
to understand the potential benefits of corridor
partnerships. In developing partnerships, it is
important to acknowledge the importance of all
affected communities, and to meet federal trust
responsibility obligations to tribal governments.
Some of the ideas described here include the park
as a major partner, and others focus on local ju-
risdictions or other agencies. However, each of
the charette ideas approaches shared issues in the
corridor and works to find opportunities to pro-
vide shared benefits for corridor partners.

TrE CARBON RIVER CHARETTE PROCESS

A charette is an intensive, focused effort to devel-
op conceptual ideas within compressed, creative,
high-energy working sessions. In addition to the
components of a workshop, a charette involves
production of drawings and concepts based on

Public meetings were organized to collect ideas and dis-
cuss possibilities for the corridor
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the input of all participating interests. The term
“charette” initially appeared in Paris in the late
1800’s. Art and architecture student projects at
the Ecole des Beaux Arts were collected on a cart,
which was called a charette. Often working until
the last minute, students would rush to com-
plete projects as the cart approached, sometimes
jumping onto the cart to apply the final finishing
touches. Later the word came to mean any in-
tense, short-term student design project. Today
the architectural and design community uses the
word to describe any intense, on the spot design
effort.

The charette is not intended to be a formal or
comprehensive planning process. Instead, it is
a starting point towards coordinated planning
for corridor transportation, resource conserva-
tion, community development, and recreational
opportunities. The charette is intended to im-
prove the connections between communities and
agencies, foster community dialogue, and assist
in exploring project ideas that show promise for
meeting community goals.

The objectives of the Carbon River Corridor
charette were to:

Strengthen partnerships among corridor
stakeholders and interest groups; encourage
broad participation and creativity.

Consider concepts for retaining intrinsic
values and special resources through col-
laborative initiatives and management while
enhancing use and enjoyment for visitors and
residents alike.

Build on and advance previous plans or
initiatives; develop ideas/concepts as a step
towards a common vision for the corridor pre-
sented in a highly graphic and user-friendly
ideas document.

Recognize corridor opportunities and develop
approaches to disperse congestion; explore al-
ternative transportation opportunities.

Members of the charette team meet with one of the land-
owners in the proposed park boundary adjustment area

Support opportunities for enhancing a
sustainable, less seasonally dependent eco-
nomic vitality for corridor gateway com-
munities and visitor service providers.

The outcomes of the charette, most of which are
described in this document, reflect a combina-
tion of community input and the judgment of
the charette team in deciding which ideas best
fit with community interests and the charette
objectives.

The project drawings and narratives that were
developed from the charette are early steps
in project or program development. Even if
the drawings look good, it doesn’t mean that
the projects are feasible or that they should be
pursued. They are intended only to provide
better information to support on-going dialog
and decision-making about community priori-
ties. Each of these ideas needs “reality check-
ing” before moving forward. It is important to
emphasize that critical information including
financial feasibility, detailed ownership infor-
mation, environmental considerations, cultural
resources, and stakeholder support could not
be considered in the charette.
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TreE CHARETTE TEAM

The charette team was selected to bring to-
gether technical expertise in issues facing
the corridor, including representatives from
Mount Rainier National Park and the Mount
Baker-Snoqualmie National Forest, as well as
representatives from the Foothills Trail Coali-
tion and Puyallup River Watershed Council to
bring a local perspective to the charette pro-
cess. Technical disciplines represented on the
team included transportation, recreation, and
community planning, architecture and land-
scape architecture, and tourism planning.

Although not technically team members, the
most significant contribution to the project
came from the large group of interested com-
munity participants who attended the focus
group sessions and public workshops.

CHARETTE ACTIVITIES

The charette was held over two weeks in Feb-
ruary and March 2003. The first week was
spent visiting the corridor and nearby recre-
ation and travel destinations, meeting with key
stakeholders in corridor communities, and in
public workshops.

Listening workshops were held in Wilkeson,
Buckley, and Orting. On the last day of the
week, a summary workshop was held in Buck-
ley where the team reported back what was
heard, and participants were able to discuss
the assembled results for the entire corridor.

At the summary workshop, participants were
able to break into small groups to discuss top-
ics in more detail, and to identify issues and
project ideas they felt were the highest priority

for further work during the second week of the
charette.

After a short break, the charette team came
back to the corridor for the second week to
work on project ideas identified during the first
week of meetings. Alternating between design
work and site visits to some of the project lo-
cations, the team spent the week developing
ideas, drawings, and maps for potential cor-
ridor improvements.

The second week of the charette ended with a
final workshop in Wilkeson to present and dis-
cuss the project ideas and drawings developed
over the week. The final workshop was held
in open house format for review of the project
drawings, and finished with a discussion on
next steps and implementation.

The outcome of this charette is not a compre-
hensive or coordinated plan for the region.
Rather, it is a series of ideas that, with continu-
ing work, can contribute to the development of
a clearly communicated and widely shared vi-
sion for the future of the Carbon River region.
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The Carbon River Corridor Region

." P




The Carbon River

THE CARBON RIVER
GATEWAY REGION

The Carbon River corridor is Mt. Rainier’s
“hidden” access route, with significantly less
traffic than the Nisqually, Sunrise, or Stevens
Canyon entries. Although it is the closest of
the entries to the major population centers of
the Puget Sound region, it is also the least-de-
veloped access to Mt. Rainier National Park.
The Carbon River corridor includes two entries
to the park—Carbon River and Mowich Lake.
The Carbon River entry is at a low elevation
and is accessible most of the year. Developed
areas at the Carbon River entry include the Ip-
sut Creek Campground, ranger facilities, and
trailheads to the Carbon Glacier and

Wonderland Trail. The Mowich Lake entry
provides access to the park at a higher eleva-
tion, and is typically closed October through
June. There is a small campground area at Mo-
wich Lake, a ranger station, and access to trails

including the Wonderland Trail to Spray Park.
Carbon River and Mowich Lake both have
limited capacity for visitors. There are few
developed visitor facilities, and trailheads for
backcountry hiking (with most visits being day

hikes) serve as the major use for both sites.

The study begins with the Carbon River and
Mowich Lake entries to the park, then extends
out to the “gateway” communities of Carbona-
do and Wilkeson, then to the nearby communi-
ties of South Prairie, Buckley, Enumclaw, and
Orting. As part of the transportation analysis,
the study will also include road and trail con-
nections to Sumner, Puyallup, Tacoma, and the
south Puget Sound region.

The roads to the two entries split beyond the
town of Carbonado as they head towards the
park. The Carbon River Road follows the south
side of the river, winding through timberlands
and the historic Fairfax townsite before enter-
ing the park. The road to Mowich Lake is a
state highway, SR 165. Originally intended
to connect through the park to the West Side
Road, the highway was never completed and
it now serves timberlands and off-road vehicle
recreation areas before ending at Mt. Rainier.

The Nisqually, Stevens Canyon, and White
River entries to Mt. Rainier include long ap-
proaches through the foothills, where bot-
tomlands give way first to forests then to the
mountain landscapes of the south cascades. As
the landscape changes in these corridors, so
does the development pattern, with the dens-
est development located along transportation
routes in the lower, flatter landscapes, then
slowly becoming sparser as foothills become
steeper and agricultural land gives way to
forest. In the Carbon River corridor, the same
pattern is generally true, but is compressed as
the entire transition is traversed between the
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beginning of SR 165 at Buckley and the arrival
at Mt. Rainier, only twenty or so miles later.

As the entry corridor nearest to the Puget
Sound region, the lowland region surrounding
the corridor has experienced much more sig-
nificant historical and contemporary develop-
ment pressure. The region is criss-crossed with
rural roads that have become state highways,
and dotted with communities that were once
small agricultural centers and are now becom-
ing larger suburban centers. The agricultural
land that once separated these communities
is rapidly giving way to large lot suburban
development, and strip commercial develop-
ment is becoming more common along the
state highway routes. There is no other entry
to Mount Rainier that has such a close rela-
tionship between highway-related strip retail
development and the high alpine country of
Mt. Rainier.

Travelers come to the Carbon River corridor
from several different directions, and via
several different roads. Interstate 5 delivers
drivers from Seattle and further north, then
disperses traffic onto one of several smaller
north-south routes including State Routes 164,
167, and 169. In turn, these roads each bring
travelers to SR 410, running east and west past
Mt. Rainier, and then to SR 165 and the Carbon
River entries. Travelers heading south from
Tacoma, Sumner, or Puyallup—or adventur-
ous travelers from further north—may travel
south on SR 162 to Orting, the west gateway to
the corridor, then continue on 162 as it bends
towards the east, passes through South Prairie,
and eventually intersects with SR 165 near Cas-
cade Junction, a historically important railroad
junction.

Travelers have to find their way to SR 165 to-
wards Wilkeson (there is very little signing to
indicate that SR 165 is a route to Mt. Rainier.)

Along the way travelers find low density ag-
ricultural and residential landscapes, and then
working forest as they make their way toward
Wilkeson. Travelers following SR 162

A view of Mt. Rainier from highway 165 near the Mowich Lake entry

from Orting toward the park make their way
through the largely agricultural lower Carbon
River valley. They are also following the his-
toric route of the Northern Pacific railroad into
the corridor, which is slowly being developed
into the trail route for the Foothills Trail.

The corridor passes through the town of Wilke-
son, then soon after passes by the town of Car-
bonado and heads into the upper Carbon River
valley. One of the most dramatic spots in the
corridor appears soon—the canyon of the Car-
bon River and the landmark Fairfax Bridge that
crosses over the river at its narrowest point.
Here the river is deeply incised in vertical stone
walls, and is dropping rapidly over small falls
and rapids. The steel structure of the bridge,
with brightly painted white wooden rails, con-
trasts beautifully with the wild canyon. The
obviously historical structure is one of the few
visual reminders of the historic heritage of the
Carbon River region.
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The Carbon River Corridor

The Carbon River corridor is generally bounded by Mount Rainier National
Park, the City of Buckley, and the City of Orting. Other communities in the

corridor include South Prairie, Wilkeson and Carbonado .
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THE FOOTHILLS TRAIL

The Carbon River corridor grew by rail —for
many years the only way into the corridor
communities was by rail, horse, or foot. Even-
tually highways came to the region, and rail
travel was replaced with access by cars and
trucks. The Northern Pacific railroad ended
service on the tracks in the corridor, and much
of the railbed has been acquired as the route
for a non-motorized trail system known as the
Foothills Trail.

Rails-to-Trails projects are becoming more and
more common throughout the nation, provid-
ing a network of non-motorized transportation
opportunities.  Railroad routes are perfect
starting points for trails—they are already
structurally sound, provide crossings over
creeks, roads, and other obstacles, and are de-
veloped at a shallow grade that works as well
for bicyclists as it did for trains.

The Foothills Trail is planned to extend from
McMillin to Buckley, with a spur route con-
necting to Wilkeson and Carbonado. Sections
of the Foothills Trail in McMillin, Orting, South
Prairie and Buckley have been completed, and
Pierce County plans to complete several more
sections over the next five years. Although the
sections of the trail currently completed are
relatively short they have attracted thousands
of users, and have already become valued parts
of the communities they serve.

Future trail connections are being planned that
will link the Foothills Trail to other regional
trail systems, eventually connecting the Car-
bon River corridor to destinations throughout
south Puget Sound and to Mt. Rainier.
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The Carbon Glacier

Most of the private forestland in the corridor

is actively managed for timber production, and
the corridor passes by stands of various ages
as it heads towards the park. After the split
between SR 165 to Mowich Lake and the Car-
bon River Road to the park, long views begin
to open up — generally to the foothills and val-
ley walls surrounding the mountain, but with
occasional glimpses of Mt. Rainier also. While
many visitors find the views to recent clearcuts
unsightly, timber harvest is also the main rea-
son that there are long views from the highway
rather than the roadway being enclosed in a
tunnel of trees.

Soon after the Fairfax Bridge the road splits,
with SR 165 continuing up towards Mowich
Lake and the Carbon River Road continuing
towards the Carbon River entry. SR 165 passes
through private forestlands and the west side
of the Evans Creek Off-Road Vehicle Area be-
fore reaching the park entry, and the parking
and camping area at Mowich Lake.

The Carbon River Road winds along the
river, with frequent views over the river to the
wooded valley walls beyond. The river itself
flows in a wide, cobbled bed and is heavily
braided during low flows. The Carbon River
was originally the Upper Puyallup, considered
the main stem of the tributaries that become
the Puyallup River. Then the first coal seam
was discovered, the mines grew, and the Up-
per Puyallup was renamed for the element that
made it one of the most significant places in the
Washington Territory, the carbon called coal.
During melt and runoff times it can flow very
high, carrying large rocks and vigorously res-
culpting its channel. The Forest Service bridge
to Copley Lakes crosses the width of the entire
channel, and provides a good viewing spot up
and down the river. The Carbon River entry
itself is modest, with an information area and
restrooms. From the entrance the road winds
through old-growth forest in the park for
about 6 miles until it reaches the Ipsut Creek
campground, parking, and trailheads into the
backcountry.

10

ﬁf.ﬁ i

Although they finally all lead to Mt. Rainier, the
three main road corridors in the Carbon River
gateway region offer strong contrasts. SR 410,
while it still retains some of its rural character,
is quickly being lined with highway-related
strip development. SR 162 between Orting
and SR 165 remain quiet rural roadways for
now, but the rapid development of the high-
way north of Orting may be a sign of what is
likely to follow for the more eastern section of
the highway. SR 165 is forested and quiet, with
little development and still retains the look and
feel of an older Washington.

CORRIDOR HISTORY

Ancestors of the modern-day Puyallup and
Muckleshoot tribes inhabited the corridor
region for thousands of years prior to the ar-
rival of EuroAmerican settlers. A rich resource
base in, and around, the corridor supported a
large local indigenous population. Rivers and
streams provided salmon habitat. Wetlands
and fire maintained meadows provided a wide
variety of plants for food and fiber, as well
as habitat for deer and winter forage for elk.
Higher elevation landscapes on Mount Rainier
and surrounding peaks provided a seasonal
abundance of mountain goats, elk, huckleber-
ries, and other plant and animal resources im-
portant to indigenous people. Native Ameri-
can traditional use areas were not limited to
the corridor, but also extended across Mount
Rainier to areas east of the Cascades. For most
of this period, overland travel was pedestrian-
based. Transportation and resource options
were further enhanced about 300 years ago
following introduction of the horse, acquisition
of which permitted seasonal travel as far as the
Mt. Adams region to take advantage of abun-
dant huckleberry fields.

Permanent aboriginal village sites were located
throughout the lowland areas of the corridor,

and there were well-established living sites,
resources areas, seasonal rounds and seasonal
camps which ranged throughout the Car-
bon River valley to Mt. Rainier and beyond.
Overall, tribal traditions emphasize that all
major confluences of streams were areas where
extended families resided - quite typically,
various forms of fish weirs and/or fish-trap-
ping operations were included. Altogether, the
historical record of the locations of traditional
village sites is sketchy, and the cultural mem-
ory of the local tribes in general was at least
partially interrupted by the disease, conflicts,
and displacements which occurred up until the
early modern times.

Before European settlement, the Carbon River
corridor encompassed uncounted village sites,
resource areas, and transportation routes. The
Carbon River valley provided access between
the lowland areas of Puget Sound and the up-
per elevation forest and subalpine resource
areas of Mount Rainier. The valley also served
as part of a long-distance trail system that con-
nected the area known today as Tacoma with
eastern Washington. The areas that are now
Buckley, South Prairie, and Orting supported
Native American villages over long spans of
time, many of which still existed at early con-
tact. It is difficult to speculate on the size and
structure of the villages at any particular time,

Coal miners in the mines
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but these locations are of ongoing and exten-
sive tribal cultural significance.

By 1830, only 25 years after Lewis and Clark ar-
rived at the Pacific coast, there was a Hudson’s
Bay Company outpost located near the current
location of Buckley. EuroAmerican settlement
in the Carbon River region was slow over the
next decade, but became widespread by the
mid-1800’s. Through the treaties of Medicine

Coke ovens in production. Flames can be seen extending
out of the ovens to the left of the photo

Creek and Point Elliot in 1854 and 1855, Na-
tive American lands were ceded in the corri-

dor to the federal government. In exchange,
tribes retained their right to hunt, fish, and
gather in these areas, and certain provisions
were set aside to assist in their relocation to
reservations. It is unlikely that most Native
American inhabitants of the region were aware
of or understood the implication of the treaties.
Consequently, conflicts grew as EuroAmerican
settlers increasingly encroached on traditional
Native American lands. In October 1855, hos-
tilities referred to as the Puget Sound Indian
Wars began and the Carbon River region was
the site of some of the period’s most significant
conflicts. The opening and closing battles of

the war were fought on Connell’s Prairie, west
of Buckley, and a temporary militia fort was
established at South Prairie.

As hostilities subsided, local tribes and bands
were essentially relocated to the reservation
lands established at the mouth of the Puyallup
River and upon the Muckleshoot Prairie.

Settlement continued in the lower Carbon Riv-
er and Puyallup River valleys where the land
was suitable for farming, but did not extend

forming the Tacoma Coal Company to mine
the coal. With demand driven by the needs of
the railroad, the Carbon River valley was soon
dotted with mines, coke ovens, and company
towns to house the workers that made them
run.

The pace of development in the corridor ac-
celerated with the discovery of coal seams that
ran all along the Carbon River, and subsequent
construction of rail lines connecting Tacoma all

into the upper Carbon
River area until the
discovery of coal in

Cokg, CoaL AND IRON

the way up the corridor
almost to the current
park boundary. The first

the late 1860’s. Coal
transformed the Car-
bon River valley, and
for a short time made
it one of the most im-
portant regions in the
developing Washing-  furnaces.
ton Territory.

In the iron refining process, coke, iron ore, and
limestone are heated to extremely high tempera-
tures, liquefying the iron ore, removing impuri-

Railroads are made
from steel, refining
steel requires coke,
and coke is made
from coal. The North-

ties, and chemically modifying the molten iron.

rail line from Tacoma to
Wilkeson was finished

Coke is made by heating coal to high tempera-  in 1877, and for many
tures in an oxygen-poor environment to produce  years the rail lines con-
a more concentrated carbon. It is a critical in-
gredient in the process of refining iron in blast

ern Pacific Railroad

was formed in 1864 under a federal charter
signed by Abraham Lincoln. In exchange for
generous land grants in the western territories
to be served by the railroad, the Northern Pa-
cific was tasked with constructing an entirely
new line connecting Lake Superior to the Pa-
cific Northwest, following the general route of
the Lewis and Clark expedition. Early USGS
surveyors had noticed signs of potential coal in
the Carbon River valley, which was of great in-
terest to Edward Smith, Pacific Coast manager
for the Northern Pacific construction effort.
Exploring the valley on foot, Smith discovered
the first coal mine sites in the area that would
become Wilkeson, and was instrumental in
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necting the valley communities were the main
transportation corridor for both train and foot
traffic in the valley. Soon a string of towns,
each one generally associated with a coal
mine site, lined the railroad corridor and its
spurs from Enumclaw and Orting up the val-
ley. Crocker, Douty, South Prairie, Cascade,
Burnett, Pittsburgh, Wilkeson, Carbonado, and
Fairfax each had a stop. Together they were
one of the densest collections of communities
in Washington State. At its peak, the popula-
tion of communities in the upper Carbon River
valley may have numbered as many as 65,000
residents, compared to today’s population of
under 2,000.

Almost all of the mining towns were company-
owned, and the mining was hard work. Most

of the miners and their families were first-gen-

A remnant of the huge machinery originally used to move stone blocks at the Wilkeson Sandstone Quarry
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eration immigrants from European mining
regions, with a high proportion of Italians and
Finns. Miners generally worked ten hour days,
six days a week. The company towns were
surprisingly complete, with schools, com-
munity halls, and recreation facilities. There
were some notable exceptions for available
services, including taverns, cigar stores, and
other outlets for similar “unsavory” activities.
In the early days of the mining communities
residents would walk to South Prairie along
the rail line to go to a tavern. Later on com-
munities developed near the company towns
to provide these services. What we currently
think of as downtown Wilkeson was originally
a community called Hope, developed adjacent
to Wilkeson proper. Hope was not company-
owned, and included thirteen taverns (for men
only), a cigar shop, and ice cream parlor among
its commercial offerings.

For recreation, each of the towns fielded a base-
ball team, complete with uniforms. Competi-
tion among the towns was fierce, and was an
important part of the local culture of the min-
ing communities. Star baseball players often
got the better jobs in the mines.

As widespread as the mining communi-
ties were in the valley, the truly remarkable
construction was underground, in the mines
themselves. Mine shafts followed coal seams
with their own unique construction logic and
geometry, ensuring that new excavation was
supported by column systems, that air flow
was maintained, and that an effective transpor-
tation system could be built to get both miners
and coal out of the mines. Although it is likely
an exaggeration, the mines were so extensive
there were claims that one could walk under-
ground from Carbonado to Buckley, a distance
of almost 6 miles as the crow flies.

The coal seams were located in the upper Car-
bon River valley, but the effects of the coal min-
ing activities were felt throughout the corridor.

South Prairie and Orting both found markets
for agricultural products in the coal mining
towns, and also saw a wide range of economic
contributions from the train traffic that served
the upper valley.

Although coal was the primary reason for de-
veloping rail access up the Carbon River valley,
there were other resources too, and the trains
were soon carrying timber, milled lumber, and
the unique Wilkeson sandstone out of the cor-
ridor. Wilkeson sandstone was a very

Downtown Buckley

high grade building material —a dense sand-
stone that was watertight and resisted crack-
ing and discoloration. Several of Wilkeson's
prominent buildings were constructed of sand-
stone, as well as the Washington State Capitol.
Stone was mined and worked at the Wilkeson
quarry site, where raw stones weighing several
tons each could be cut first into smooth slabs
and then elaborate shapes with huge stone-cut-
ting saws.

It was hard work in the mines, quarries, and
woods of the Carbon River valley, but there
were also plenty of folks with some leisure time

12
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in the Puget Sound region, and many of them
were drawn to Mt. Rainier as soon as train
service was available. Outfitters met tourists
in Wilkeson, then guided them by pack horse
train until the terrain became too rough for
horses and they continued on foot. Although
early tourists needed to be hardy sorts to put
up with the rigors of a trip to the mountain, ex-
cursions were a popular part of the railroad op-
eration. Bailey Willis, a railroad surveyor who
stayed on at the mountain and became an early
outfitter, built the trail that connects Mowich
Lake to the Nisqually entry (and is now called
the “Bailey Willis Trail”) with the support of
the Northern Pacific to draw tourists.

Roads came relatively late to the corridor, and
the shift from train travel to travel by car was
more than just a technological change. It also
was a factor in the decline of rail construction
that contributed to lowered demand for coke,
and the eventual collapse of the Carbon River
valley economy. SR 165, the highway that con-
nects SR 410 through Wilkeson and Carbonado
to the Mowich Lake entry to Mt. Rainier, was
originally the Enumclaw to Fairfax branch of
Primary State Highway #5, the National Park
Highway. Although originally intended as the
beginning of a highway route that would con-
nect the Carbon River area with the Nisqually
entry to Mt. Rainier, the intervening terrain
was too difficult and the entire highway route
was never completed. Today, the section of SR
165 between the intersection with the Carbon
River Road and park boundary is the only re-
maining section of unpaved state highway.

By the time the Wilkeson Arch was con-
structed over the highway in 1925, coal mining
was already on the decline. Although timber
harvest and the Wilkeson quarry remained
in operation, mining had been the mainstay
of the valley’s economy, and the numerous
small towns in the corridor began to lose jobs
and population. Company towns literally shut
their doors and moved away, taking buildings

and whatever they could salvage with them.
Carbonado and Wilkeson were able to main-
tain an employment base and remain viable
communities. Most other communities in the

upper valley have disappeared.

The historic Fairfax Bridge

In the lower valley, the communities of Buck-
ley, South Prairie, and Orting had always been
able to look to the north and Puget Sound as
well as the south and the bustling Carbon River
valley. These communities strengthened their
ties to the growing Puget Sound area and their
neighbors to the east and west.

In the intervening years between the bust of
the coal boom and today, Wilkeson and Car-
bonado contracted, but were able to maintain
a stable economy and residential base without
coal. Orting was primarily an agricultural cen-
ter until recently, and timber played an impor-
tant role in Buckley’s economy. As urban de-
velopment has spread south and east from the
Interstate 5 corridor and Puget Sound region,
Orting and Buckley have become more closely
tied to the regional economy and employment
centers outside of the communities them-
selves. The pace of change in the region has
accelerated with approaching urban develop-
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ment—although it doesn’t approach the scale
of transformation the region experienced dur-
ing the coal boom. Today, corridor communi-
ties are faced with the challenge of responding
to growth pressures in a way that stays true to
their own sense of identity, and enhances the
values that community residents feel contrib-
ute to their quality of life.

GATEWAY COMMUNITIES IN THE CARBON RIVER
Recion

Gateway communities are usually recognized
as communities that exist at or near the access
points of popular destinations to public lands.
They are usually rural small communities

Visitor information kiosk in downtown Orting

often having some economic interests or ties to
tourism associated with the public lands near
them. The communities of Wilkeson and Car-
bonado are the closest communities in the Car-
bon River corridor. Orting, Buckley and South
Prairie all have opportunities to capitalize on

their gateway location and take advantage of
the economic contribution that recreational
travelers can make to their communities.

Wilkeson is the more public of the two up-
per Carbon River valley communities, with
restaurants and retail shops fronting the road-
way. Until recently a grand arch, with pillars
of locally-mined sandstone, was located at the
entry to Wilkeson and welcomed visitors to the
Carbon Glacier. The arch is currently awaiting
repair after recent earthquake damage.

Wilkeson has a rich historical heritage, with a
number of intact historic buildings and sites.
Mt. Rainier National Park operates a seasonal
visitor information center in downtown Wil-
keson. The Wilkeson sandstone quarry, which
continues to operate, supplied the stone used
to construct the Washington State Capitol in
Olympia. Several of the community’s historic
buildings, including the elementary school
and library, are also constructed of Wilkeson
sandstone.

Carbonado proper is off the main highway,
providing some privacy for local residents.
The community is primarily residential, with-
out any significant travel-related retail or ser-
vices. It still retains the texture and scale of a
company mining town. Carbonado sees itself
as a residential community, and generally is
not interested in developing visitor amenities
or attracting more visitor traffic.

Further away from the park entries, most visi-
tors also pass through one or more of the com-
munities of Buckley, South Prairie, Orting, and
Enumclaw. These communities play an impor-
tant role in wayfinding for park visitors; have
the opportunity to provide visitor services such
as information, retail, or dining; and also may
be able to benefit from the economic contribu-
tion of park visitors to local economies.

ﬁf.ﬁ i

Storefronts in downtown Buckley

Typical gateway regions share some common
elements:

They are rural areas near public recreational
resource lands.

Their traditional economy developed
around resource extraction, and there are
often contemporary trends that are reduc-
ing the contribution of resource extraction
activities to local economies.

Tourism is growing in importance to the
regional economy, and the community is
working to balance a new tourism economy
with a reduced resource economy.

In the Carbon River corridor, however, devel-
opment patterns are trending in a different
direction. Local development is following pat-
terns of exurban growth linked to the expand-
ing economies of the south Puget Sound region.
The growing connection between residential

areas in the corridor and employment in the
larger urban areas to the north is defining the
way that these communities understand them-
selves and choose to develop.

Because tourism is a secondary component of
corridor community economies, there is less
focus on enhancing visitor amenities for rec-
reational visitors than in many other gateway
regions around the country. Also, the goals
for enhancing tourism amenities are somewhat
different than in other gateway regions. With
less emphasis on tourism economic develop-
ment, there is an interest in targeted tourism
improvements that can contribute to other
community development goals.

One of the community development goals
shared in common throughout the corridor is
an interest in telling the stories of their heri-
tage. There is a rich heritage of Native Ameri-
can life in the corridor. The shared heritage in
coal mining, timber, and farming industries
that supported the communities” early devel-
opment is a fascinating story, and continues to

be a part of residents’ sense of their commu-

Wilkeson City Hall. The fence is constructed out of worn
sawblades from the sandstone quarry
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Mountain scenery in the Ca
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nity identity today. The industries that were
responsible for the development of these com-
munities are still a part of life in the corridor.
There are opportunities throughout the region
to share the region’s heritage with visitors,
ranging from museums to small interpretive
sites.

Another set of shared community develop-
ment goals focuses on targeted economic sup-
port for businesses in the communities” historic
cores. In both Orting and Buckley tourism is
part of a strategy to improve the vitality of tra-
ditional downtown cores, currently competing
with newer highway-related retail and service
businesses. In Wilkeson and South Prairie,
residents are interested in visitor amenities for
the value they can also bring to residents — they
hope that visitors can create a market that will
enliven the community with new restaurants,
retail, and lodging.

Visitors to the region also feel strongly about
the corridor and the management issues at Mt.
Rainier that may affect access to campgrounds
and backcountry trailheads. There was strong
interest in the charette process from stakehold-
ers who live outside the corridor but value
Mt. Rainier and the Mt. Baker-Snoqualmie
National Forest as recreational lands. Visitors
expressed appreciation for the character of
corridor communities, especially Wilkeson as
a small-town gateway community. As partici-
pants in the charette workshops, visitors often
were discovering the diversity and quality of
heritage resources in the corridor for the first
time. Their interest in these resources is a
strong indication that visitors would appreci-
ate facilities that would allow them to learn the
corridor’s heritage stories.

14

ﬁf.ﬁ i

Access to the park was an important issue to
charette participants whether they were local
residents or lived outside the corridor. The
General Management Plan for Mt. Rainier
National Park discusses the eventual closure
of the Carbon River Road between the park
entrance and the Ipsut Creek Campground
because of repeated flood damage to the
roadway. However, the timing and specific
implementation of closure is discussed only
generally. The urgency of the issue was em-
phasized during the charette because flooding
had caused the closure of the Carbon River
Road and park staff were unsure whether they
would be able to reconstruct the road to allow
access for the summer season. Following the
charette the park was able to complete repairs,
but the temporary closure was an illustration
of the intensity of the concerns that corridor
stakeholders have over the potential long-term
closure of the road.

During the charette process, the team felt that
three major corridor-wide issues would set
the context for future change in the corridor.
The management and project ideas that are
described later in the document all respond to
these themes to some extent.

1—-THE FEDERAL LANDS IN THE CORRI-
DOR ARE CLOSE TO THEIR CAPACITY FOR
RECREATIONAL USE

Major recreation destinations on federal lands
in the corridor are at or exceeding capacity.
Opportunities for increased recreational capac-
ity in the future will be found in the corridor
communities and with the development of the
Foothills Trail.

2—THERE ARE STRONG OPPORTUNITIES
FOR CORRIDOR COMMUNITIES TO COOP-
ERATE IN CONSERVING AND COMMUNI-
CATING THEIR HERITAGE

Cooperative heritage links could be developed
into a regional heritage framework for interpre-
tation. A regional approach for sharing heri-
tage stories reflects the historic links between
communities, and might create the kind of
“critical mass” that could make corridor heri-
tage interpretation a compelling experience for

visitors.

On the Foothills Trail in Orting

3—THE CARBON RIVER CORRIDOR IS A
UNIQUE OPPORTUNITY FOR PROACTIVE
CONSERVATION ACTION

Development pressure is increasing in the cor-
ridor. Although it is strongest in the SR 410, SR
162, and SR 169 corridors, it is also increasing in
the SR 165 corridor. There is a strong opportu-
nity to plan for the conservation of the region’s
environmental quality and important natural
setting with the potential establishment of a
greenway conservation framework connecting
from Buckley and Orting to Mt. Rainier.
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These three themes set the stage for the ideas
developed in the charette. What are some of
the implications of these themes? First, there
is limited capacity to attract new users for

Private residence in the area of the proposed park boundary adjustment

backcountry activities in the park and national
forest. For communities to see increased con-
tributions to their local economies from visi-
tors, they must either change the patterns of
current visitors to the corridor, or provide new
destination activities that will draw visitors to
the communities themselves, rather than the
park or forest.

Ideas for the corridor discussed during the cha-
rette process can contribute to both of these op-
portunities. For example, a visitor information
center near the intersection of SR 410 and SR
165 may provide travelers with information for
visiting downtown Buckley and the Foothills
Historical Society museum —activities they
may not have considered when planning their
visit to the park or forest. Examples of oppor-
tunities to attract new visitors to the corridor
include bicycle-related itineraries that could

be developed around the completed Foothills
Trail, or a self-guided corridor heritage tour
that could provide a day or more of activities
for visitors.

A heritage interpretation and management
framework in the region would reflect the his-
torical connection between regional communi-
ties and provide a venue for project planning
with a regional perspective. Each individual
project idea for heritage interpretation in the
corridor would be strengthened by the rela-
tionship with other projects, each telling part
of the story. The development of heritage tour-
ism opportunities also creates more capacity
for visitor activities in the corridor.

The greenway framework combines many of
the elements discussed in the charette, from
the interest in conserving the natural resources
that contribute to regional quality of life to
the importance of the corridor’s rivers and
streams. Some of the ideas in the greenway
framework raise the question of what role
timber harvest plays in the corridor as local
economies become less dependent on natural
resource extraction.

PARrRk & PusLic LANDS IssuEs

The opportunities in the Carbon River corridor
are strongly influenced by the management of
public lands that are accessible from the corri-
dor roadways. The primary recreational lands
in the corridor are Mt. Rainier National Park,
and the Clearwater Wilderness and Evans
Creek Off-Road Vehicle area managed by the
Mt. Baker-Snoqualmie National Forest. There
are also extensive National Forest lands in the
corridor that were historically managed for tim-
ber production, but are currently in protective
land use designations in recognition of unique
environmental values on the forestlands.
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All of the public lands in the corridor are
heavily used in relation to the developed fa-
cilities available for recreation. Parking, camp-
grounds, and trails are often over capacity, and
are showing the effects of overuse, whether it is
in damaged roadside plants where visitors are
using road shoulders for overflow parking, or
erosion and trail downcutting where the vol-
ume of trail users is higher than trails are able
to accommodate.

Public lands managers are faced with the chal-
lenge of preserving access while also protecting
resources, knowing that there is more demand

for recreation than they are able to meet.

Old growth forest surrounds the Carbon River Road
inside the park

Mt. Rainier National Park

Mt. Rainier draws the most visitors of the
public lands in the corridor, and has the most
visible presence as a management agency. The
Carbon River area is accessible year-round (as
long as the road is passable), and the Mowich
Lake area is open seasonally, typically opening
sometime in July and closing sometime in Oc-
tober or early November depending on snow.
The park maintains a visitor welcome center in
Wilkeson, and generally has rangers stationed
at both Carbon River and Mowich Lake during
periods of high use.

Both Ipsut Creek and Mowich Lake have lim-
ited parking available. During peak use week-
ends both areas are typically overcrowded
with overflow parking lining the access road.
Both Ipsut Creek and Mowich Lake also offer
campgrounds with limited services. Neither
campground provides potable water, and both
offer pit toilets.

Development and management of Mt. Rainier
National Park is guided by the park’s General
Management Plan (GMP), a broad policy docu-
ment. Mt. Rainier recently completed a GMP
that describes management of the park over
the next twenty years or so. The GMP includes
several elements that will affect the future use
of the Carbon River and Mowich Lake entries.

The most significant proposed change in man-
agement is for the Carbon River entry, where
the plan calls for the eventual closure of the
Carbon River road to private vehicles beyond
the park entry, a boundary adjustment for
the park near the Carbon River entry, and the
development of a new campground facility on
property currently outside the park boundary.
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The Carbon River road inside Mt. Rainier Na-
tional Park was a fairly early development, and
the road corridor is currently in historic desig-
nation. Unfortunately, the road alignment is

The Carbon River near the proposed park boundary adjustment area

within the meander zone for the Carbon River,
and has been subject to frequent flooding since
its original construction. The riverbanks near
the road show years of attempts to harden the
bank and protect the roadway from floodwa-
ters.

Recognizing that it is not economical to con-
tinually rebuild the roadway to the standards
required for private vehicle use, the plan de-
scribes options of either closing the road to
motorized vehicles completely, or maintaining
the road to a lower standard and providing
shuttle vehicles for access to Ipsut Creek. The
plan recognizes that closure of the road would

In addition to the challenges of maintaining
road access to Ipsut Creek, the campground it-
self does not have access to potable water, and
has poor soils for an on-site sewage system.
A new location outside of the current park
boundaries would provide the opportunity to
improve the infrastructure for camping in the
corridor, allow for the development of more
camp spots, and allow the development of sites
to modern standards that accommodate RV’s
and large-group camping.

Without the development of a shuttle system,
the closure of the road would reduce the op-
portunities for day-use hiking starting at the
current Ipsut Creek trailheads. Ipsut Creek
is the only place in the lower 48 states where
there is a reasonable day hike from low-eleva-
tion old growth forest to the snout of a glacier,
and many participants in the charette process
were concerned about losing this opportunity.
Currently, day hiking is the most significant
use in the Carbon River entry. If day hiking is
not practical following the closure of the road
it would be a significant change in the use of
the corridor, potentially adding to the current
crowding problems in the Clearwater Wilder-
ness and the Mowich Lake area.

The potential extension of the park boundary
through acquisition of private lands is a piece
of the package of changes at the Carbon River
entry that complements a change in use for
the road inside the park, and the accompany-
ing change of the Ipsut Creek campground
from drive-in to backcountry camping. There
are several private parcels included in the

current owner would like to see become part
of the park. The main residence is a charming
historic structure, solidly built, with attractive
regional detailing and a “park-like” feel. The
property is a complex mixture of woodland
and open meadow, and has historically been
used for low intensity grazing. In addition to
the main house, there are several outbuildings
on the property for storage and animal care. A
second small residence on the property was
the original ranger’s cabin on the Mt. Baker
Snoqualmie National Forest, an interesting his-
toric structure. The property plays a key role in
some of the charette concepts for the corridor
discussed later.

At the Mowich Lake entry the General Man-
agement Plan calls for the relocation of park-
ing away from the lake, and limiting overflow
parking. Parking at Mowich Lake would be
relocated down the hill from the current loca-
tion, protecting the lake from impacts related
to parking and the heavy use associated with
parking areas. The parking layout would be
modified from head-in parking as in its current
location, to parallel parking along the entrance

roadway. More designated parking spaces
would be available in the new layout. Over-
flow parking, however, would be restricted, re-
ducing total parking availability from current
levels. The same number of camping spaces
at the Mowich Lake campground would be
maintained.

Overall, it is difficult to predict the effects
that implementation of the GMP would have
on use of Mt. Rainier. If it is not feasible to
provide shuttle service to the Carbon River
Road or Mowich Lake, then there would be an
increase in the availability and quality of camp-
ing spaces in the Carbon River entry area, but
day use of the corridor would be significantly
reduced. With shuttle service, day use capacity
(currently limited by parking availability) may
actually increase. Use of the Mowich Lake
area, which would continue to be limited by
parking availability, would likely show a small
decrease from current levels.

As the park works to implement the manage-
ment plan, a broad range of associated issues
also need to be addressed in recognition of

Mount Rainier Carbon River Corridor scenarios for GMP implementation

New campground
developed while Carbon
River Road remains open
(No shuttle service)

Recreational use

Carbon River Campgrounds  Increased use

New campground
developed, Carbon River
Road closed

Increased use

With shuttle service Without shuttle service

Increased use

d h . 1 .. . h pl‘OPOSGd park extension, which would be ac- Carbon River Backcountry No change Increased use Decreased use
reduce the recreational opportunities in the quired from wﬂling sellers at market value. Carbon River Day Use No change Increased use Decreased use
corridor, and proposes to replace some of those
opportunities by acquiring properties near . . Mowich Lake Campground No change No change No change
the Carbon Ri t d developi The largest private parcel in the proposed Mowich Lake Backcountry No change Increased use Decreased use

€ L-arbon Kiver entry arn eveloping a new boundary adjustment area is a 1arge]y unde- Mowich Lake Day Use No change Increased use Decreased use

campground facility. veloped piece of property that stretches from

the Carbon River road to the river that the
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changed visitor use patterns, new facilities,
and the ongoing issue of increasing demand
for recreation.

Mt. Baker Snoqualmie National Forest

The Mount-Baker Snoqualmie National Forest
Manages lands that wrap around the north side
of Mt. Rainier —area that was part of the origi-
nal Mt. Rainier Forest Preserve but that was not
included in the park. National Forest lands in
the Carbon River corridor are at the southern
and eastern limits of the Mt. Baker Snoqualmie
National Forest, and represent a small part of
the area managed by the forest. As mentioned
above, most of the national forest lands located
in the corridor are in a restricted use category
that is not available for timber management.

National Forest lands in the corridor include
two major recreation areas, the Clearwater
Wilderness, and the Evans Creek Off-Road
Vehicle Area. The main access to the Clearwa-
ter Wilderness is via a bridge over the Carbon
River very near the Carbon River entry to
the park. This crossing provides access to an
extensive road system and several trailheads
with good access to high elevation lakes and
subalpine recreation areas. The Copley Lakes
area is a popular day use and overnight loca-
tion, and has been showing signs of overuse.
Forest managers have been making manage-
ment modifications —including relocating a
road end to locate parking further from the
resource —in response to impacts, and contin-
ues to look for opportunities to reduce impacts
without restricting access.

The Evans Creek ORYV area is popular with off-
road enthusiasts, especially in the wet seasons
when “mudding” is at its best. According to
local residents the use of the area actually
drops in the summer when the weather is dri-

est. The ORV area is something of an anomaly
in this part of the Mt. Baker Snoqualmie —an
active motorized recreation area in a region
that is otherwise designated for resource pro-
tection. The forest surrounding the ORV area
is designated as late-succession reserve, an area
that includes mature coniferous forest. Cur-
rently, the Evans Creek area includes a small
campground located at the hub of an extensive
network of ORV trails. The area actually con-
nects to both of the entry corridors to the park,
bridging the gap between the Carbon River
Road and SR 165 heading to Mowich Lake.

CONTEMPORARY NATIVE AMERICAN
PERSPECTIVES

The region studied during the charette process
is the traditional territory and homelands of
the indigenous peoples described today as
the Puyallup and Muckleshoot tribes. Other
indigenous bands and tribes were also likely
to have used various parts of the corridor.
Both the Puyallup Tribe of Indians and Muck-
leshoot Indian Tribe are sovereign, federally
recognized governments that maintain a na-
tion-to-nation relationship with the United
States. Each tribe has an approved constitution
and by-laws, is self-governed via a regularly
elected Tribal Council, and owns tribal trust
property, especially within each tribes estab-
lished reservation.

As a result of displacement, only limited
numbers of Puyallup and Muckleshoot tribal
members currently live in the corridor area.
However, these local tribes and their indi-
vidual members continue to maintain strong
ties to Mount Rainier and the Carbon River
region. Mount Rainier is a sacred place for
all Native Americans of the Pacific Northwest.
The lands in the park are a traditional use area
shared by tribes from the surrounding regions.
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Furthermore, the mountain remains an impor-
tant presence in the spiritual landscape. Mount
Rainier continues to be a place of significant
cultural importance.

In addition to the importance of the region as
the traditional homeland for the tribes, rights
to natural and cultural resources in the corri-
dor are reserved for the local tribes by federal
treaty. The Puyallup and Muckleshoot tribes
continue hunting and fishing in the corridor,
and are committed to protecting their rights to
use their usual and accustomed lands. Tribal
cultural resources include important sites and
artifacts, as well as traditional cultural proper-
ties and even unusual or endemic plant and
animal species. Each of these are vitally impor-
tant to the local tribes and are protected from
damage under a variety of regulations.

As in the past, affected local treaty tribes share
an intense concern over resource protection.
Longstanding inhabitation of the region by
tribal peoples has left a cultural legacy of sites
and artifacts throughout the corridor. Although
some of these sites have been documented, the
great majority of them have not. Cultural sites
are not just a part of the historical record, but
are of continuing importance to tribes. Wheth-
er sites are documented or not, tribes have spe-
cific concerns about treatment of their cultural
resources, and project development needs to
include an investigation for potential impact
to cultural sites, consultation with tribes, as
well as provide safeguards against disturbing
cultural resources when they are discovered
during project development.

Natural resources are also important as ele-
ments of the tribes” cultural heritage, continu-
ing cultural survival, and contemporary tribal
members” way of life. The treaties of Medicine
Creek and Point Elliott contain specific provi-
sions for harvesting fish and animals as well

as plant and other materials throughout their
traditional homelands and ceded territories.
For example, salmon fulfill an important cul-
tural and economic role in contemporary life,
and the modern-day health of the river systems
and their contributing watersheds are issues of
great interest for each of the local Treaty tribes.
In general, local tribal interests in the health of
the natural environment range from site-specif-
ic concerns for habitats of culturally important
plants or other resources, to large-scale con-
cerns for the ecological health of watersheds

and regions.
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The Muckleshoot Tribe has expressed serious
concerns over the charette processes for Mount
Rainier. The tribe believes that development
in the region surrounding the park inevitably
has a negative impact on natural and cultural
resources, and that the charette processes em-
phasize development over resource conserva-
tion. Both the Puyallup Tribe and Muckleshoot
Tribe are also concerned about the informal
nature of the charette. They prefer processes
that include designated roles for government,
tribes, and agency representatives with a more
formal structure for guidance, review, and
comment. Altogether, local affected tribes each
consider meaningful government-to-govern-
ment interactions and relationships to be of
irreplaceable value. Overall, local tribes each
firmly emphasize that Treaty-based provi-
sions are a reserved right and not a privilege,
and that in total, this principle needs to be
respected throughout any charette-generated
endeavors.

For the potential projects described in this
document there are a variety of requirements
for formal inclusion of tribes during the plan-
ning, design, and permitting process. How-
ever, Native American concerns also extend
beyond the formal requirements of permitting
processes. In general tribes have a role to play
in a wide range of management and develop-
ment activities, including building projects,
the development educational displays, land
management activities such as timber harvest,
and the overall policy development that shapes
growth in the region.

PusLic LaANDs, GATEWAY COMMUNITIES & THE
CHALLENGE OF GROWTH

The first railroad in the territory that would
become Washington State connected Kalama
to Tacoma and the ports of Puget Sound, then

Flooded wetland in the corridor

Wilkeson, Carbonado, and the other commu-
nities of the Carbon River valley. Growth fol-
lowed fast along the rail line, with the Carbon
River valley becoming one of the most densely
populated areas in the territory. Railroads
connected the first fast-growing communities,
then trucks and roads began to displace trains
and railroads.

At first, roads connected the communities of
the south Puget Sound region and the Car-
bon River corridor. Soon, however, the roads
themselves became the corridors for growth,
providing easy access to markets and employ-
ment centers. As urban centers developed
more heavily, and the rural food and fiber
production became less labor-intensive, roads
that began as farm-to-market routes (and in
the Pacific Northwest, forest-to-market routes)
became routes to support commuting from
rural homes to urban employment centers.
Eventually development followed the roads
themselves, and population growth with de-
velopment.

More than any of the other gateway corridors
to Mt. Rainier, population growth and subur-
ban development may lead to the most signifi-
cant changes in the character and experience of
the Carbon River corridor. The Carbon River
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entry is the least developed of the routes to Mt.
Rainier, and has the least capacity to accom-
modate visitors. It is the closest to the Puget
Sound population centers, especially the south
sound communities including Tacoma, Lake-
wood, Puyallup, and Auburn and the smaller
communities of Sumner, Orting, Bonney Lake,
Buckley, and Enumclaw. These communities,
and the unincorporated areas of Pierce County
nearby, are some of the fastest-growing areas
in Washington State.

As of 1997, Pierce County population was es-
timated at almost 674,000 residents. Over the
20 years between 1997 and 2017 population is
expected to grow to almost 925,000 with almost
half of that growth taking place in what is cur-
rently unincorporated Pierce County. Many
of those new residents will be living in the
communities in or near the Carbon River cor-
ridor. For the residents already here and the
thousands of new residents who will join them,
the Carbon River corridor is right in their back-
yard, an easy day trip to the snout of the Car-
bon Glacier or the high country of Spray Park.

The challenge for Mt. Rainier National Park
and adjacent gateway communities is main-
taining or enhancing the visitor experience
in an environment of increasing demand for
recreational opportunities. The area near the
Carbon River corridor is growing fast, and visi-
tor services (especially parking) at the two en-
tries to the park are at or near capacity in peak
season. The combination of growing demand
with limited capacity will almost inevitably
lead to conflicts.

The charette process is intended to explore
possible responses to the challenges expected
to come with future change. Many of the op-
portunities developed in the charette were
already in discussion among community lead-
ers and activists, while others emerged as the

charette team worked with community mem-
bers in public meetings and workshops, as the
collaborative process led to the identification of
new possibilities.

The ideas that follow are not a coordinated
plan or vision, but as individual ideas and in
combination they describe exciting possibilities
for positive change in the region.

o=
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CHARETTE OUTCOMES

The charette outcomes are a series of planning
and design opportunities for the corridor. Sev-
eral of these ideas are projects that communi-
ties had identified prior to the beginning of the
charette, many ideas came out of the meetings
and workshops during the charette process,
and some ideas are the suggestions of the cha-
rette team.

The descriptions of the charette outcomes
begin with projects on the corridor scale or
located outside of corridor communities, then
outcomes for individual communities follow.

CORRIDOR-WIDE
OPPORTUNITIES

The landscape of the Carbon River corridor is
connected by rivers, streams, and forests. The
natural resources in the corridor are also the
basis for both the historic and contemporary
connections between corridor communities.

The Historic Fairfax Bridge

Salmon, forest resources, and the unique hunt-
ing and collecting resources in the sub-alpine
zones flanking Mt. Rainier drew Native Ameri-
can inhabitants of the region up the valley
every year for thousands of years in a seasonal
pattern responding to weather, the availabil-
ity of plant resources, and game movements.
Coal, timber and sandstone were the founda-
tions for early community development. To-
day, timber and sandstone are still important
parts of the regional economy, but the natural
landscapes of the Carbon River valley and Mt.
Rainier are becoming increasingly important
as recreational resources and as a setting that
contributes to regional quality of life.

Although each is unique, the communities
in the corridor share many values and com-
munity development goals. Orting, Buckley,
South Prairie and Wilkeson are connected
historically, and in some of the challenges they
face today:

Each community is working to maintain
quality of life for long-time and new resi-
dents in the face of growth and a shift in
local economies from natural resources and
agriculture to residential and services.
They are each exploring new strategies
to provide public services in response to
growing demand and limited revenues.
They each see value in their historic heri-
tage, and are looking for strategies to pre-
serve and share their artifacts and stories.
They are each trying to revitalize their com-
munity cores by attracting specialty retail
and services.

Although tourism isn’t necessarily the most
important economic sector in the commu-
nity, they each see recreational travelers,
whether they are traveling by car or bicycle,
and going to Mt. Rainier or another corridor
destination, as a critical market to support
community revitalization.
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The other connecting element through the cor-
ridor are travelers themselves, who may be
finding their way to the region for the first time,
or may be interested in discovering something
new in a familiar place. Typically unaware
of the contemporary and historic connections
between corridor communities, travelers are
genuinely interested in the history of the places
they visit, and on the lookout for amenities that

can improve their trip.

A trailhead for the Foothills Trail

The common goals that corridor communities
share, and the corridor-wide needs of recre-
ational travelers, present a strong opportunity
for regional coordination. Cooperative work to
protect and share the region’s heritage, link the
region with a variety of transportation options,
and conserve the natural setting that supports
regional quality of life and the tourism econ-
omy could provide a wide range of benefits
for corridor communities. Awareness of the
corridor as a region would also help corridor
communities to raise their profile as a unique
destination, and encourage a sense of shared
values that will help to guide regional growth
and development.

ReGioNAL HERITAGE FRAMEWORK

As much as the corridor is connected by roads,
itis connected by heritage and stories. Corridor
communities share a history of trains, mining,
timber and tourism. Each also has a special
relationship with Mt. Rainier as partners that
share in the heritage and future of a unique
region. The sites that tell the story of the
region’s heritage are scattered throughout the
corridor. Developing a cooperative framework
for understanding, conserving, and sharing the
corridor’s heritage is one of the strongest op-
portunities identified during the charette.

Residents of the Carbon River region are often
very aware of the history that surrounds, and
have a deep interest in maintaining connec-
tions to their historic heritage. The large group
of stakeholders who are committed to main-
taining and sharing the region’s heritage are a
potential source of volunteer time and political
support for implementing a regional approach

to heritage resources.

Outdoor exhibits at the Foothills Historical Society
Museum in Buckley

Although a range of specific ideas were identi-
fied during the charette for a heritage interpre-
tive system, the core activity is coordination
between community heritage advocates. De-
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veloping a strong working group to explore

the possibilities for sharing resources and clari-
fying roles throughout the corridor will be the
foundation for a successful program.

The charette team suggested five elements that
could be a part of the regional framework:

Regional Coordination

Each community in the corridor has an estab-
lished historical society or is considering form-
ing one. These groups are the caretakers of the
region’s heritage, and likely are the core for
any future coordinating group. Partnerships

between heritage groups and local govern-
ments are important to ensure that heritage
and community development projects are co-
ordinated.

Inventory, Conservation and Monitoring

Understanding the resource is the first step
in managing and interpreting it. In addition
to the widespread historic sites, artifacts and
documentation of the region’s history are cur-
rently scattered throughout the corridor, many
in private ownership. Working with the large
group of corridor residents who have an inter-
est in the region’s history would help to make
the workload manageable and to increase the
support base for heritage activities. Even if in-
dividual owners of artifacts, photos, and other
heritage resources aren’t interested in sharing
them with heritage societies or museums, it is
valuable to understand where the resources
are, and to monitor them regularly for oppor-
tunities for loans or acquisitions.

Not all heritage resources are physical. The
first-hand memories of long-time corridor resi-
dents are also valuable for telling the corridor’s
stories. The remaining residents who remem-
ber living in the region during the mining
period are aging. There is an opportunity to
document their first-hand experiences in oral
history projects. Some opportunities include
collecting oral histories, working with younger
generations to make sure that family histories
are documented, and holding informal events
where “old-timers” can tell their stories.

The National Park Service is a leader in historic
and archeological conservation and interpre-
tation, and may be able to provide technical
assistance.  State resources, either through
the Washington State Historical Society or the
Washington State History Museum may also
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be available to help conserve these important
resources.

Key inventory and conservation elements:
Mapping and documentation
Collection development — photos/artifacts
Oral histories
Site stabilization/ protection/restoration

Regional Museum

A museum would be a component of the inter-
pretation and education strategy, but it is a sig-
nificant enough project on its own to deserve
separate consideration. The region’s heritage
is linked, and the heritage stories are region-
wide. One potential strategy for coordinating

Potential elements of a regional heritage framework

a regional heritage strategy is the development
of a regional museum as an anchor facility. A
single museum could be able to develop the
“critical mass” of interest and support to at-
tract funding and visitors. There would also be
efficiencies in staffing and technical resources.
It is expected that heritage interpretation in
the corridor would be widely distributed with
individual sites in each community, and poten-
tially also using portable techniques including
brochures, driving tour tapes/cd’s, and low
power radio transmitters.

A central facility would contribute to the
region’s ability to support and maintain dis-
tributed projects with continuity between sites
and effective management of an interpretive

MOUNT RAINIER NATIONAL PARK ¢ CARBON RIVER CORRIDOR CHARETTE
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INTERPRETIVE TOPICS & DELIVERY

NATURAL HERITAGE
- Watershed
Glacier to sound life zones
Volcanic history and dynamics
Glaciers/ natural warming and cooling
cycles

CULTURAL HERITAGE

Native American
Annual rounds and use of the landscape
Main habitation areas
The valley and the mountain
The mountain’s cultural role in Native
American life
Euro-American Settlement
Scouting & early pioneer times/conflicts
with Native American residents
Railroads
Coal and timber
Life in company towns
Boom and bust
Early tourism
The evolving valley

INTERPRETIVE METHODS
Dispersed interpretive sites
Signs with coordinating brochure
Self-guided walking tours in towns
Narrated tape/CD heritage auto tour

system. There are several options for the loca-
tion and scale of a regional facility. Potential
sites for a regional museum include the exist-
ing Foothills Historical Society Museum in
Buckley, or a new facility in South Prairie or
Wilkeson. The museum should be integrated
into an existing community, and designed to
complement the community’s development
goals.

Interpretation & Education

Interpretation and education are approaches
for sharing the region’s heritage with both
local residents and visitors. The region’s his-
tory is a compelling story, and visitors have a
natural curiosity about the history of corridor
communities and the natural history of the
landscape connected to the park. An overall
interpretive planning process is important as a
starting point for developing the interpretive
and educational program for the region. The
interpretive plan would identify some organiz-
ing themes for interpretive messages, clarify
the roles that different communities and sites
play, and develop a common design “look and
feel” for interpretive sites, signs, and printed
materials.

Without coordination in the development of
interpretive systems in the corridor, it is likely
that there would be significant duplication of
information between communities, and that
the different methods used to deliver interpre-
tation wouldn’t provide visitors with a sense
that the valley stories were connected by a
shared landscape and historical ties.

Heritage Corridor Designation

The concept of a “heritage corridor” is an
emerging tool that is being used to help orga-
nize dispersed communities and sites that are
tied together by a shared heritage. At the state
level, benefits to having the road designated as
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Remnants of the coal mining industry

a heritage corridor include access to funding,
technical assistance and potential inclusion on
state scenic byway maps. On the national lev-
el, the National Park Service has been a partner
in the development of several heritage corridor
regions, taking the leadership in the develop-
ment of selected sites, and acting as a partner
in the overall designation, development and
management of the corridor. The Carbon
River valley is a historic region of regional, and
possibly national importance. If communities
in the region see value in coordinated planning
for a joint future of the corridor that is consis-
tent with the conservation of heritage resourc-
es, and that includes tourism as an important
component of the local economy, then pursuit
of national recognition may be appropriate at
some time in the future.

CARBON RIVER
CORRIDOR ALTERNATIVE
TRANSPORTATION

TRAVELER INFORMATION

Recreational travelers are often visiting a
destination for the first time, and travel infor-
mation can have a strong influence on their
route choices and itineraries. The methods
and content of that travel information can be
developed to support visitor management and
community goals, while providing real value
to travelers.

Highway signing

Highway signing is very effective in directing
travelers — possibly too effective for the Carbon
River corridor. There is a concern that promi-
nent signing to the Carbon River corridor
would mistakenly attract visitors on their way
to the Sunrise or Nisqually entrances. Often
these travelers would be disappointed by the
lack of facilities at the Carbon River corridor
entries, and be unprepared to enjoy their visit
at locations that require more self-reliance than
the other entries. Even without signing to Mt.
Rainier, the ranger at the Wilkeson Visitor Wel-
come Center reports that many visitors stop-
ping for information are surprised that they
are not heading to one of the more developed
entries for the park.

Currently there is no signing to the Carbon
River/Mowich Lake entries from Highway
410 that indicates Mt. Rainier National Park
is at the end of the road. Instead, there is a
sign directing visitors to the “Carbon River
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Major traveler decision-making points in the corridor

Ranger Station.” This has been an effective
compromise that provides educated travelers
a reminder for the turn to the Carbon River en-
try, but doesn’t attract as many general visitors
to the park who are intending to travel to either
Sunrise or Paradise.

Given the constraints to the information that
can be effectively presented on highway signs,
they should be planned with care in the Carbon
River corridor. Important wayfinding decision
points in the corridor include:

Orting, where visitors to Mt. Rainier might
be heading towards the Nisqually entry,
Sunrise entry, or Carbon River entry.

SR 410/SR 165 intersection, where travelers
are heading to the Carbon River entry.

SR 162/SR 165 intersection, where travelers
might be heading either to the Sunrise entry
or the Carbon River entry.

Although there is some interest in the corridor
communities to increase visitor traffic in the
corridor, it is important that visitors have the
correct expectation of the facilities at the park.
Given the typical overcrowding at the Carbon
river corridor entries, there is also little benefit
in attracting new visitors into the corridor who
have not planned their trip in advance, with
some expectation of dealing with limited park-
ing opportunities.

Given the current facilities and capacities, ap-
propriate signing might include:
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Orting: signs to the Nisqually entry direct-
ing travelers to the Orville Road, signs to
the Sunrise and Carbon River entries direct-
ing travelers to SR 162.

SR 410/SR 165 intersection, sign directing
travelers to historic Wilkeson and Wilkeson
Visitor Welcome Center.

SR 162/SR 165 intersection, signs directing
travelers towards SR 410 for the Sunrise en-
try, and towards Wilkeson for the Carbon
River entry (in this case the low-volume of
travelers along this roadway might make
signing to the Carbon River entry appropri-
ate.)

As visitor amenities in the corridor are devel-
oped, the approach to signs in this corridor
should be reevaluated to assess how changes
in the corridor change visitor information and
management needs.

Visitor Information Centers

Visitor information centers are typically op-
erated by public agencies, such as the park
service or forest service, by local governments,
or by community organizations like chambers
of commerce. Currently, the park service op-
erates a visitor welcome center in Wilkeson,
which is the only visitor information center in
the corridor. While visitor information centers
are popular with travelers, they are also ex-
pensive to operate, requiring at least part-time
staffing with trained staff.

The goals for visitor information in the corridor
are quite complex. For visitors to the National
Park and National forest, there are several visi-
tor management issues that visitor information
should address:

Ensure that visitors understand the oppor-

tunities in each of the major recreational
areas, and are prepared to be relatively self-
reliant.

Provide clear information on parking avail-
ability and the options available if parking
is full.

Offer alternative destinations or activities if
travelers are not prepared to enjoy the rec-
reational opportunities in the corridor, or
do not want to risk the possibility of driving
to an entry and then finding out that park-
ing is not available.

Provide accurate information on camping
availability, the need for permits, fee collec-
tion, and Forest Pass requirements.

Provide accurate information on road clo-
sures, including SR 410, SR 123, the Carbon
River road inside the park, and SR 165 to
Mowich Lake.

Direct travelers to the Wilkeson Welcome
Center as the primary fee collection and
visitor contact site for the park.

National Park Service wvisitor welcome center in

downtown Wilkeson
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If shuttle systems are implemented sometime
in the future, then visitor information will also
be important to explain shuttle operations.

Visitor centers can also contribute to meeting
community development goals by providing
information for local activities as well as the
park and forest. As the corridor develops,
recreational activities based in the communi-
ties will attract more and more visitors on their
own, complementing the recreational resources
in the park and forest.

Visitor centers can generate direct revenue
through the distribution of brochures, retail
sales, and a few other potential strategies, how-
ever they rarely recover their full cost of opera-
tions. Both the City of Buckley and the City
of Orting are considering the development of

s Planned Foothills Trail alignment
s Potential future extensions

visitor centers. Both of these locations make
sense for the development of modest facilities,
and could provide valuable services for travel-
ers.

Marketing and promotion

In general, Mount Rainier National Park does
very little marketing or promotion to increase
visitation to the park. The park web site offers
travel planning information and links to local
community marketing organizations. Market-
ing is intended to influence traveler decision
making about destinations and itineraries, and
at the community level is usually initiated by
chambers of commerce or visitor & convention
bureaus. Mt. Rainier is frequently marketed as
a destination by gateway communities or as-
sociations of gateway communities that share
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one of the corridor regions. For example the
Nisqually corridor is marketed by a partner-
ship including Ashford, Elbe, Packwood, and
Eatonville.

Communities in the Carbon River corridor in-
terested in increasing tourism should consider
marketing in coordination with the other trav-
eler information strategies discussed above.

NoN-MoToRr1ZED CONNECTIONS

The Foothills Trail

The Northern Pacific Railroad opened its first
line between Tacoma and Wilkeson in Novem-
ber of 1877. Rail corridors were the first high
volume transportation system in the corridor,
and most of the corridor communities devel-
oped during the rail age, oriented to the rail
lines as their primary connection to the rest of
the northwest.

The rail corridor has been abandoned, and
the Foothills rail to trail project, led by Pierce
County and the Foothills Rails-to-Trails Coali-
tion, has been slowly developing portions of
the railbed into segments of a non-motorized
trail. Although it is being developed in phases,
when complete the Foothills Trail system will
connect all of the communities in the Carbon
River corridor and link to other regional trail
systems. Eventually a network of non-motor-
ized trails may be available to connect from
Tacoma and Sea-Tac Airport to Mt. Rainier.

Currently, the trail is complete only in sections,
with segments almost complete connecting
Orting, South Prairie, and Buckley. Connec-
tions to Sumner and Wilkeson are planned for
the next few years, and a segment beyond Wil-

keson to Carbonado would complete the core
trail system.

Trail advocates have a vision for a non-motor-
ized trail system that connects from the City of
Tacoma up the Carbon River corridor to the
park—a non-motorized corridor from Puget
Sound to Mt. Rainier. A potential connection
to the Interurban Trail would connect almost
to SeaTac Airport, offering a non-motorized
option from airplane to the peak.

A rail bridge converted for use by the Foothills Trail

The long-term vision for the trail includes a
connection to the park near the existing carbon
river entrance station, although the exact route
is not clear and right-of-way has not been ac-
quired. Railbed is still in place for much of the
route, making it easier to route a trail through
the increasingly rugged landscape heading to-
wards the park boundary. There remain some
significant technical challenges to future trail
development to the park, including crossings
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of the Carbon River, and unresolved owner-
ship issues.

The Foothills Trail has already proved itself a
valuable contributor to local communities. The
segments currently in place are popular with
residents and visitors to the communities they
serve. As more of the trail is completed, offer-
ing greater variety in the lengths of available
trips and itineraries, it is likely that the trail will
become significantly more popular.

The extension of the trail toward the park and
connections to other long-distance trail systems
will make the Foothills Trail one of a relatively
few trail systems that can be considered a des-
tination travel experience for bicyclists who
may drive or fly to the region (with their bikes)
to complete a multi-day trip on the trail. As
the volume of users grows, the trail is likely to
become a more effective contributor not just to
community quality of life, but also community
economies as trail users spend money in the
towns they pass through.

Community-based amenities that could sup-
port the trail as it grows into a more significant
destination include safe long-term parking
for trail users, bike racks in community com-
mercial centers, maps and guides to local com-
munities, and similar travel assistance. Private
sector businesses that may be supported in part
by trail users include bike shops, restaurants
and coffee shops, bed and breakfast style lodg-
ings, and campgrounds along the trail route.

Like the railroad before it, the Foothills Trail is
a spine connecting the communities and land-
scapes of the region. Each of the more general
strategies for the region, from heritage inter-
pretation to travel information to landscape
conservation, includes opportunities that can

tie into the trail. Trailheads are already being
used as locations for heritage interpretation
and regional maps. Trailheads are also used by
a wider range of travelers than just trail users.
Although this may be a management challenge
in the long run, the trailheads provide some of
the few public restrooms in the corridor, and
they will likely become used even more than
they are today as de facto rest stops for drivers.

As discussed previously, Mt. Rainier, the
Clearwater Wilderness, and Evans Creek ORV
area are near capacity during the peak season
from May to September. The Foothills Trail
is one of the most significant opportunities to
develop new recreational activities in the cor-
ridor, attracting new visitors and leading them
into the heart of corridor communities.

Equestrian Trail Systems
in the Carbon River Valley

The Carbon River valley has the potential to
provide a variety of high quality equestrian
trails. Routes ranging from short day trips to
multi-day adventured could be developed us-
ing a combination of the Foothills Trail with ex-
isting trails in the National Forest and low vol-
ume logging roads on Plum Creek timberlands.
The trail system drawing shows a simple loop
option that could be developed as an easy ini-
tial phase. With more study it is likely that an
extensive system of equestrian trails could be
developed in the valley. Private timberlands
owners will be critical partners in developing
trail systems, and should be included in any
early planning discussions.

Equestrian staging, including trailer parking,
camping and restrooms could be accommodat-
ed at the Fairfax townsite and properties in Mt.
Rainier’s planned boundary adjustment area.
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CARBON RIVER ROAD SHUTTLE

The Carbon River Road was originally de-
signed and constructed beginning in 1921. The
Carbon River Road was carefully planned to
provide a uniquely scenic travel experience,
responding carefully to views and landscape
features. According to the National Park’s annual

This section of the Carbon River Road inside Mt. Rainier National Park washes
out frequently

report of that year, the road was “being laid out
so as to develop and save such scenic accents as
individual fine trees and springs gushing from
the rocks —in short, to make the most of every
scenic detail in making travel over the road en-
joyable.” The road is considered an important
part of the history of the park, and is located in
a designated historic corridor. The old growth
forest outside of the corridor is designated wil-
derness.

A significant segment of the road is within the
historic meander zone of the Carbon River, and
is frequently damaged by flooding. While the
park continues to repair the road following
minor flood damage, it may not be sustain-

able to continue to repair major flood damage
in the future. The park General Management
Plan recommends the eventual closure of the
Carbon River Road to private vehicles, with the
possibility of establishing a shuttle to provide
access to the Carbon River campground and
trailheads. The charette began to explore pos-
sibilities for shuttles in the Carbon River corri-
dor, and it was the subject of several discussion
sessions with charette participants.

Participants at the workshop were strongly in
favor of maintaining the Carbon River Road
and allowing private vehicle access as long as
possible. If the park becomes unable to main-
tain the road due to serious or repeated flood
damage, participants were in favor of provid-
ing a shuttle for access. Shuttle service to the
Carbon River entry would need to serve sev-
eral distinct user groups:

Day hikers

“Car Campers” who may bring more camp-
ing supplies than they are able to carry eas-
ily

Overnight backcountry travelers

Travelers of a variety of different ages and
abilities

To be effective, meeting participants felt that
shuttle service needed to meet a wide variety
of criteria:

Short headways, with 10-15 minutes pre-
ferred (“headway” is the longest wait time
between two shuttles.)

Comfortable vehicles with flexible storage
options for passenger gear, including bi-
cycle racks.

Protected areas for passengers while they
are waiting for the shuttle—at least cov-
ered, and possibly fully enclosed with heat
lamps or other warming technology.
Shuttles should begin early in the morning,
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seven o'clock at the latest, and continue
until past dusk. It may be possible to have
longer headways during the earlier and
later parts of the day.

There must be an option for 24-hr emer-
gency transportation for hikers who go
over their planned time, need assistance or
develop a medical problem. This could be
provided by a resident staff ranger at the
Ipsut Creek campground, or by telephone/
radio.

Throughout the discussion of specific needs to
make shuttle service successful in the corridor,
participants emphasized that their first prior-
ity was to maintain the ability to take day trips
in the corridor to the Carbon Glacier, and no
shuttle service would be successful if it didn’t
make it possible for the widest range of users to
enjoy that unique day-hike opportunity.

Shuttle Staging Locations

Shuttle systems would operate out of one or
more staging areas, providing long and short-
term parking for shuttle travelers, as well as
orientation information and amenities while
waiting. While the potential closure of the
Carbon River entry is the primary reason for
considering shuttle services, it may also be
worthwhile to consider shuttles to Mowich
Lake. The Mowich Lake entry provides lim-
ited parking, and during periods of overflow
parking may require a long walk from a park-
ing space to the entry area. However, adding
shuttle service to Mowich Lake complicates the
requirements for a staging area, and increases
the importance of providing effective visitor
information. It is unlikely that parking would
be eliminated at Mowich Lake, making the
shuttle optional rather than required.

There are very few practical locations for shut-
tle staging in the corridor. Staging locations
need to be easy for travelers to find, provide
large areas for parking, have access to or the
ability develop infrastructure for restrooms
and most likely a staffed visitor facility, and al-
low convenient circulation for shuttle vehicles
to enter and leave the roadway. Shuttle stag-
ing for the Carbon River entry would require
a location that could accommodate 100-150 ve-
hicles, along with passenger waiting areas. If
shuttle service were also provided to Mowich
Lake the size of the required parking lot could
double.

Downtown Wilkeson is one potential location for a
future shuttle hub.

Three shuttle staging locations were considered
by the charette team: Wilkeson, the proposed
campground in the boundary adjustment area,
and a potential site at or near the intersection of
the Carbon River Road and SR 165. Although
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Afuture Postecard from The Carbon Fiver Corr\o\or—A VIsIT 1O THE

Two Ay left on @ visit frow out of Towwy and her brother adwmits
e’ never $en a glacier up close: The next movrning Fhey'rein the
car ear\y heading for the spnout of The Carbon Glacier: The weath-
ev looks yreﬂ‘\/ gooo\, Lut they can see clovds around MT. Rainier—no
Surprises really, but Thhey hope i's only st and not rain It's been
o while since she's been V¥ fo the Cavbon Fiver entrance and they
stop of the new visitor’s center in Buckley at the wrersection of S%
165 and 5% 410 Yo check the weather on the mountain and pick VP

some VV‘0\?$.

The visifor’s center s craffed by 2 Jolunteer frow e city, but she
Lnows her sruff and 1 able Yo give Them some information: “Looks
ke it's lightt voin af \?9\/‘\' Creek—! hope yov brought some 9ore—*re><<
\f yov howen't been VT here for @ e while yov pright ot be famil-
ior with the new dauttle progran The road to \?suj( creek WAS it
?re’r)r\/ badin the floods @ Lo yEATS 790, and Thhe Park Service closed
i Yo ?r'\vm\'e vehicles Yov cotch a shuttle from downtown Wilkeson,
and they'! drive yov vight To the J(m'\\\/\eo\a\,"

They were @ little skeptical, but headed VP he road 1o see if The
shuttle system could really get Faem There and back for thewr
?\O\V\V\CG\ day Trip: The phrase Spark slauttle” also prought To mind
images of an old broken down sclnool by As They headed VP the
road They falked about how pauch They were ot looking forwara o
getting i o old yellow bus to head VP A rond That was foo rovgh

for ?a%ewger cars

Thhey were " e wist by the fime They were m??romc\/\\vxg Wilkesov
and driving under The historic entry arch They ckarted To look for
5igN? Yo shuttle ?o\r\é'mg They drove slowly Farough downtown,
spofting 2 coffee shop where They could warm VE The shuttle
stop was at The far end of downtowny next To a new Poark Service

welcome sration and The Gty of Wilkeson's City Hall and Historical

Museuw. ey found a parking spof, Then wandered back to the
welcome center To Py Fneir enfry fee. s They waolked back out To
e shelfer ot the shuttle stop @ clean, high clearance passenge’
van WS loading ?assevxgers‘ They decided To skiP thne lafte for now
and climbed into The van o\ay\?o\das i~ hand.

Heading from Wilkesown o Fae Carbon River entry e driver nars
coted The nistory of coal Mmining N the Covbon Fiver Valley, ?o'm\'—
n9 out listoric fown 5ites along The WaT A couple with Fwo yovn9
children were waiting To board The hautle ot Yhe Fairfax Townsite
inrerprefive area. They had gottenan early start and spent The last
hour exploving the artifacts and inrerprefive displays: Thhe shutfle
COV\‘\"\V\\/CO\ ’rowmro\ the rounTainy making @ Final sTop af The new
cmW\?grouwo\ by the Cavrbon Fiver entry o pick vp 2 few move folks
heading To the Frailhead: The driver points out some of the vnigque
features of the o\o\—growﬂn forest as They raoke Their Woy up the
rough road, Then they're of e end of fhhe road and ready o walk.
It was raining prefty hard, but They had come This for, and weren' T
90in9 Yo furn back now:

IFwas @ 9000\ hike, and They could hear the 9\0\0\er slg'\H"mg out rocks
and chunks of ice before They could see it Harough The st They
90* back o e \’rm'\\\/\ema\ Yired, wet and co\d. Looking around; they
didn't see @ shuttle, and \/\O?eo\ it woulan'T be too long Lefore The

next one arrived. At least Fhere were several shhelfers o get out of

fhhe raivy and some inferesting inrerprefive displays o lhelp pAs? the

Yime. The heaf lamps i the shelfer were o welcome celief, and it
wasn' T 1ong Lefore They were feeling comfortable on Fheir wail
Five minutes |afer o few move folks came down The frail O\V\a\jo'\\/\eo\
Frem in The slhelter; and five ainutes after ot the slhuttle arrived.
The ride pack To Wilkeson helped o worn Them VP and dry Them
out, and when they arvived in fown Fhey were for an early dinner

before heading howe.

They 9mbbeo\ some ot cmocolate af Flae esprese? shop, Then walked
uP and down the orreet checking out The menY options ot The
fown's three restumM's A 9000\ dinner, Then back to the car for
thhe Trip \home.
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a site at the intersection of the two roads pro-
vides some interesting possibilities as a visitor
information/shuttle staging facility, it also
poses a series of challenges that would make
it difficult to justify considering the planned
acquisition of property near the Carbon River
entry.

A comparison of sites in Wilkeson and in the
boundary adjustment area shows some ben-
efits and challenges for each site. A summary
of the advantages and disadvantages of each
site are shown in the sidebar. The boundary
adjustment area is the most cost-effective loca-
tion for shuttle staging because of the shorter
trip length, but it also would require a higher
level of development at the site than is current-
ly being considered. Wilkeson requires longer
trips, and also has several potential impacts to
the community. A more detailed discussion of
potential shuttle staging in Wilkeson can be
found in the discussion of charette outcomes
for that community.

SHUTTLE STAGING COMPARISONS

Boundary adjustment area to Ipsut
Low mileage, quick trip, can run frequently
Property has potential to park 100+ cars
Overflow parking could be controlled
Brings visitors closest to the park
Long-term connections with Pierce Transit
unlikely

Wilkeson to Ipsut

- Puts visitors into area with multiple ser-
vices
Potential benefits to Wilkeson businesses
Good service for locals visiting park
Could serve other destinations along the
route (for example the Fairfax townsite)
Long-term potential for Pierce Transit con-
nection

Scale of parking area required may not “fit”
in town

Potential for overflow parking in residen-
tial areas

Longer trip to Ipsut, more expensive to
serve, may be less frequent

MT. RAINIER BOUNDARY
ADJUSTMENT AREA

As described earlier, the General Management
Plan for the park proposes a boundary adjust-
ment near the Carbon River entry. One of the
privately owned properties in the boundary
adjustment area is located near the Carbon Riv-
er entry to the park, and extends from the Car-
bon River Road all the way to the river itself.
The owners of the property have lived there
for many years, and been careful stewards of
its natural resources. They are interested in the
property becoming a part of the park to allow
public use of this beautiful site, and protect
the legacy of care that they have shown for it
through the years.

The main residence is located adjacent to the
road, and is a sturdy building with an Arts
and Crafts look and feel. Although it would
require significant structural modifications to
allow use as a park facility, the house is well-
built, and could be modified for use while re-
taining its historic charm. The house is located
near the road, and the property quickly falls
away towards the river behind it. Several level
areas between the house and the river have
been cleared for meadows/pasture, includ-
ing a large area near the river. The property
includes several historic features besides the
main house—a second residence on the prop-
erty was the original ranger cabin for the Mt.
Baker Snoqualmie National Forest, and the
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Potential functions for park development inside the proposed boundary
adjustment area

remains of an old timber railroad can still be
made out heading up the hillside.

The park’s GMP identifies the property as the
proposed location for developing a new camp-
ground to replace the Ipsut Creek campground
if (or when) the road to Ipsut is closed. The
proposed campground would likely provide
more camping than Ipsut, and be developed to
a modern standard that would accommodate
larger vehicles. Campground infrastructure,
particularly potable water and waste treat-
ment, would be developed to high standards

to provide quality services at the campground
and protect the resources of the site and the
adjacent river. The property is at relatively
low elevation, and it is possible that the camp-
ground would remain open year-round, one of
the few year-round facilities in the park.

The site is large enough to accommodate a large
number of campsites, and there are design op-
portunities to disperse camping throughout
the property to reduce the perceived scale
of development. The property also provides
good opportunities for day use, and should
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The historic Fairfax
community remain.

be designed to maintain some of the riverfront
parts of the property as a day use facility.

The charette team proposed some general
development opportunities and functional
relationships for the property. The size and
character of the site allows for the separation
of different types of camping uses so that each
camping area could be developed to meet the
needs of individual user groups. Besides its
strong relationship to the road and the Carbon
River entry, the property also has the potential
to connect with the extension of the Foothills
Trail from Carbonado to the park, and with
the potential equestrian trail system developed
during the charette. Asa multi-modal hub, the
value of the property as a visitor information
and management site is increased, bringing
together car and RV campers, bicyclists and
equestrians.

The site is also promising as a shuttle staging
location, where shuttle vehicles could serve the
entire community of visitors using the prop-
erty, from campers to bicyclists to day users.

Townsite during its heyday. Only minor remnants of the

In general, proposed elements for the property
include:

Visitor welcome and information at the
main residence

Short-term parking for check-in visitors
Connections to the Foothills Trail and
equestrian trail system

Interpretive amphitheater

Auto and RV camping

Bicycle/walk-in camping

Equestrian camping

Group/Scout campsites

Day use and picnic areas

Loop trails

Maintenance and equipment storage
Potential shuttle vehicle parking and staging

If the acquisition of the property is completed,
then further planning for the site should evalu-
ate the site’s capacity for development. The
“wish list” of program elements for the site is
long, and there is the potential that the level of
development associated with that list would
impact the site to the point that its unique
natural qualities and sense of place were lost.
The current owners are interested in maintain-
ing the quality of the site as part of their legacy
in transferring ownership to the park, and sce-
narios that include less development may be a
better balance between serving visitor needs
and maintaining the site’s value as a national
park destination.

FAIRFAX TOWNSITE

The historic Fairfax townsite was recently
acquired by Pierce County as open space. Al-
though at one time the town was filled with
company housing, railroad sidings, a large
schoolhouse, hotel and all of the accompany-
ing elements that make a community, only
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minor remnants remain. Today, visitors who
look carefully can see the outlines of the old rail
turntable (and visitors who don’t look carefully
may fall into the old swimming pool, the only
evidence left of the school house.) Although
the site is currently undeveloped, it could play
an interesting role in the corridor’s future rec-
reational and heritage development. The site
is not appropriate for intense development as a
recreational site, but could support low intensi-
ty development to accommodate specific uses.

In any scenario, the site is an interesting and
accessible historic site. It provides a good loca-
tion to illustrate how effectively the bustling
late 19th to early 20th century communities
in the corridor can disappear back into the
landscape, taking their stories as well as their
structures along with them. It is also a good
example of the management challenges that

LLE LI S P T

can accompany isolated public sites. Currently

the site has been blocked off to discourage off-
road vehicle use and other unauthorized uses
that damage the site and require resources for
cleanup and repair. Developing access to the
site without the overwatch of frequent recre-

The Fairfax Townsite today
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ational visitors or site managers would only
encourage inappropriate use, rather than pro-
vide access to the site’s resources and stories.

The Fairfax townsite may be a good example of
an opportunity for phased development. In the
short term minor improvements to allow ve-
hicle access with an effective gate could allow
the site to be used for guided tours operated
by a corridor historical society. In the longer
term, the site may be appropriate for more in-
tense development oriented towards its role as
a heritage interpretive site, and its key location
as a potential equestrian trailhead and camp-
ing site associated with the Foothills Trail.

Development features that could be appropri-
ate for the site include:

Interpretive trails and displays describing
the historic townsite

Equestrian trailhead and trailer parking
Restrooms

Bridge over the Carbon River connecting to
regional trail systems
Equestrian/Bicycle/walk-in camping (non-

motorized)

Heritage tourism would be a benefit for Buckley’s town center

CARBON R1VER CONSERVATION FRAMEWORK

The Carbon River and Puyallup rivers flow
from Mt. Rainier to Commencement Bay in
Tacoma. They are a direct connection between
two regional icons—Puget Sound and MLt.
Rainier — and create both a functional and sym-
bolic link between them. The link is very real
for wildlife, as spawning salmon use the rivers

to reach the headwaters of the Carbon river in
its upper watershed, and marbled murrelets
fly each day from the their nests in Mt. Rainier
old growth forests to their feeding grounds in
Puget Sound. The link is also real for corridor
residents and visitors, who are more and more
connected to the Puget Sound region.

The corridor is also experiencing rapid change
as farm and forestlands are converted to high-
way related commercial development and
residential neighborhoods. As this change has
become more apparent, and issues related to
longer-term changes like declines in salmon
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Orting is growing quickly, but also values its small town
heritage

stocks have received more attention, there has
been increasing discussion about appropriate
growth in the corridor. Several recent plan-
ning efforts have begun to describe a picture
of a conservation vision for the corridor, espe-
cially along the Carbon River above its conflu-
ence with the Puyallup. The Upper Puyallup
watershed plan, led by Pierce County, identi-
fied a variety of strategies for enhancing water
quality and aquatic habitat in the Carbon River
and its tributaries. Pierce County’s recent “gap
analysis” study also identified the Carbon
River corridor as an important habitat con-
nector. The Carbon River corridor provides
valuable habitat—especially true because of
it's connection to the protected habitat areas
inside Mt. Rainier National Park — and much of
that habitat does not have formal protection or
recognition.

The natural environment that provides the
setting for corridor communities is impor-
tant for more than just wildlife. In the public
meetings held as part of the charette process,
participants emphasized the importance of
the forested and agricultural landscapes in the
region for their contribution to the corridor’s
unique quality of life. Long-time residents of
the corridor emphasized the resilience of the

region’s natural resources, where timber has
been harvested for generations, and salmon
returned to spawn year after year even when
the coal mines were dumping tons of soot and
sediments into the rivers and streams as part
of their washing operations. The landscape of
the upper Carbon River is more forested now
than in recent memory as previously harvested
areas regrow.

The agricultural lands in the lower river valleys
are still open and green, but the underlying
economic realities of farming are slowly erod-
ing the viability of agricultural production,
and farms are starting to shut down or convert
to residential uses. There is also a growing
awareness of the impacts that both farming and
timber management can have on water quality,
and a recognition that cooperative solutions
are necessary to protect resources that literally
flow from one part of the region to another.

An informal conservation partnership has be-
gun planning for a greenway that would inte-
grate habitat conservation, promotion of vital

Some reaches of the Carbon River are exceptionally
rugged and beautiful
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local economies, and protection of heritage
sites in the corridor. The Carbon River Conser-
vation Project is supported by a wide range of
local conservation and community groups, and
has developed a draft vision for the future of
the Carbon River valley.

Sustainable timber management is one piece of
the conservation puzzle

Key elements of the Carbon River Conserva-
tion Project vision include:
Support for the Mt. Rainier National Park
boundary extension at the Carbon River
entry
Coordination with local timberlands own-
ers to discuss potential conservation ease-
ments, land purchases, management strate-
gies or other vehicles to protect key wildlife
corridors and viewsheds that are in private
ownership.
Development of partnerships to preserve
and share the corridor’s heritage resources
Economic studies of the corridor to under-
stand the dynamics of local community
economies and their relationships to the
corridor’s natural and heritage resources.

The group of partner organizations and indi-
viduals working to develop the Carbon River
Conservation Project are early in the process
of building a coalition to refine their goals and
identify strategies that can meet the needs of
the diverse group of stakeholders in the re-
gion.

The charette addressed conservation issues in
the corridor in a very general way, develop-
ing some of the activities and elements that
could form a framework for continuing dis-
cussion about the value of conserving corridor
resources, and the role that a healthy natural
environment plays for both maintaining vital
communities and protecting the ecological
health of Mt. Rainier National Park. The con-
servation framework focuses on broad goals
for major resource areas in the corridor, and
the interrelationships between the health of
natural systems and community vitality.

Community Vitality

Corridor communities were originally sup-
ported by the extraction or harvest of resources
from the surrounding landscape. Residents
were employed in mining and timber harvest,
in the mills that sawed trees or sandstone, in
processing coke from coal, and in raising crops
or dairy cows. Even more were employed sup-
porting those industries —transportation, ho-
tels, restaurants, construction, teaching school,
running stores and more. Also, from the early
days there were also residents making their
living working in the park, working as forest
rangers, outfitting and guiding the visitors
who wanted to see Rainier up close, not just as
a view on the skyline.

Resource extraction proved to be a much more
significant economic driver than anything that
has followed for the upper Carbon River val-
ley. The bust that followed the resource booms
brought with it a massive depopulation. The
pressure for growth is now approaching the
Carbon River from the surrounding urban
and suburban communities. In the lower val-
ley, urban and highway-related growth have
reached Buckley and Orting, especially for Ort-
ing bringing with it an unprecedented influx of
new residents. Buckley has space and interest
in community growth, but is currently limited
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by moratoriums on infrastructure develop-
ment. The proposed Cascadia development
above Orting will be the largest planned com-
munity developed in Washington State since
the adoption of the state’s growth management
act, with over 10,000 new residents expected
over the next twenty years—twice as many
residents as lived in the entire City of Orting
in 2000.

Community-based discussions about appro-
priate conservation strategies in the corridor
need to clearly address the opportunities for
community development that will help to en-
sure economic vitality as well as maintaining
quality of life and the integrity of the larger
landscape.

The Upper Carbon River Valley — Sustainable
forest management

The upper Carbon River Valley is primarily
forested. Land use is generally timber man-
agement, with development in the few towns
in the valley and some scattered residential de-
velopment along the roads. A large plateau to
the east, mostly in active timber management
by Plum Creek, slowly rises up to the top of
the Carbon River valley wall, then drops off
steeply to the river. The river bed as it leaves
the park is wide and cobbly, showing the typi-
cal braiding of high volume glacial rivers. The
valley narrows downstream, until it is in a
narrow canyon at the location of the Fairfax
bridge, then broadens again as it flows past
Carbonado and to the west of Wilkeson.

National Forest lands in the corridor are
mostly in restrictive land use designations
that do not allow timber harvest. Private for-
est lands in the corridor are actively managed
and regularly harvested. In contrast to many
past practices, Washington State’s current For-
est Practices Act and the requirements of the
Forests and Fish Agreement generally limit the

size of clearcuts, provide some protection for
riparian zones, and require a higher proportion
of “leave-trees” in harvest areas.

In the Carbon River corridor, the critical issues
for sustainable forestry include water qual-
ity, wildlife habitat and viewshed manage-
ment. Maintaining water quality is an issue
throughout the actively managed timberlands,
although the area of most concern for water
quality and aquatic habitat may the forestlands
on the plateau to the east of the Carbon River
called the “Wilkeson Block.”

Connectivity is an important issues for wildlife
habitat, and several wildlife corridors may be
appropriate to consider for enhanced conserva-
tion emphasis. The Fairfax Forest is a large for-
ested parcel recently acquired for conservation
by Pierce County, and may be appropriate for
inclusion in prior wildlife corridors.

Viewsheds are most critical where there are
long views into the landscape. In general, the
open views in the corridor are from the Car-
bon River Road and SR 165 as they near the
mountain. From the Carbon River Road the
most critical viewshed is the valley wall that
rises from the east side of the Carbon River
and rises to the ridgeline. From SR 165 there
are several long views into the foothills look-
ing towards the mountain. These views cover
large areas of landscape, and often include a
variety of harvest patches of different stages
of regrowth. Some of these long views would
not be available from the road if the forestlands
directly adjacent to the road were not recently
harvested, and the visual impact of recent
harvest activity needs to be weighed against
the value of open views, even if they include
harvest areas.
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Lower Carbon River rural character and water
quality protection

The rural landscape of the lower Carbon River
Valley is both beautiful and a living link to the
corridor’s heritage. At the same time, there are
challenges to the long-term viability of the val-
ley as an agricultural landscape. Conversion of
agricultural land to residential and commercial
development is increasing — changing the over-
all scale and character of the landscape. Also,
at the same time that they are valued land uses,
agricultural and dairy operations can have sig-
nificant water quality impacts. Traditionally,
agricultural lands were worked even directly
adjacent to rivers, only leaving a buffer area if
the riparian areas were too wet for farming or
pasture.

The conservation framework in the lower val-
ley focuses on these two issues — considering

The historic Wilkeson School

a variety of tools to maintain rural lands, and
finding complementary strategies to protect
water quality along with rural land uses.

CONSERVATION FRAMEWORK ELEMENTS

Regional Vision
Conferences and discussions
Elected officials/community leaders

Sustainable Communities
Functioning natural systems
Smart growth
Attractive natural settings
Infrastructure and healthy water resources

Agricultural/Rural Life

- Corridor along SR 162
Riparian enhancement/conservation
Technical assistance and support
Transfer/purchase of development rights
Strategic acquisitions
Land use policy/designation
Community association cleanup/
beautification/stewardship
Christmas tree farms/other alternative
agriculture

Sustainable Forestry

 Maintain water quality —reduce road miles
and stabilize roads
Partial cuts and other harvest options
Watershed approach/set harvest levels at
the landscape scale rather than individual
harvest units
Long-term strategies and extended rota-
tions
Protect viewsheds and key views from SR
165 and the Carbon River Road
Strategic acquisitions/easements
Maintain working forests as an important
component of the landscape

Greenway as Organizing Vehicle

- Bring stakeholders together
Develop consensus on mission and goals
Work towards priorities and action agenda
Become effective political voice
Raise awareness of corridor and corridor
issues
Connect economic and natural systems op-

portunities
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WILKESON —
THE CENTER OF COoAL COUNTRY

Located along the Carbon River on the road
to Rainier, Wilkeson is the most prominent
gateway community in the corridor. The city’s
natural setting and compact scale contrast with
the more urban development of nearby Orting,
Buckley, Enumclaw, and Bonney Lake, and
the high-speed SR 410 corridor. Wilkeson is
also the hub of many of the historic activities
that were important to the corridor’s develop-
ment. A coal mining town, the site of roaring
coke ovens that processed raw coal for use in
refineries, home of the Wilkeson sandstone
quarry that provided the building stone for
Washington's state capitol, and a timber town,
Wilkeson has been shaped by all of the major
land use and resource development activities
that affected the region.

Wilkeson proper was a company town, which
means that all of the land, housing, and busi-
nesses were owned by the mining company
and rented to employees. The town proper
was originally located near the current loca-
tion of the Coke Ovens Park. What remains
of “downtown” Wilkeson today was actually
a community called Hope, an adjacent devel-
oped area of individually owned homes and
businesses.

Wilkeson was one of the earliest gateways to
the park, as visitors made their way first by
train and then by auto from the Puget Sound
region to the Carbon River and Mowich Lake
areas. Several outfitters provided support for
park visitors, including Bailey Willis, name-
sake of the Bailey Willis Trail from Mowich
Lake to the Nisqually area of the park.

As the coal market declined and many of the
coal mining towns were abandoned, Wilke-
son and Carbonado had the critical mass of

residents and local economy to remain viable
through difficult economic times. Timber be-
came more important as the foundation for a
resource economy, and improved transporta-
tion connections allowed community residents
to work outside the corridor. Today Wilkeson
and Carbonado are becoming exurbs of the
south Puget Sound suburbs—rural bedroom
communities that provide a unique and ap-
preciated quality of life for residents who often
work in Tacoma or Seattle.

The recent GMP for Mt. Rainier National Park
emphasized the importance of a National Park
presence in Wilkeson, and have opened a
staffed contact station in the community. The
intent of the contact station location in town
was to improve the contribution that park
visitors make to the local tourism economy,
with the idea that visitors who have stopped
for National Park information might also take
advantage of local stores and restaurants.

Residents see a variety of opportunities for
Wilkeson to take better advantage of its role as
a gateway community. Small hotels/bed and
breakfasts, a wider variety of choices for res-
taurants, and improved public amenities such
as historic interpretive activities are all oppor-
tunities to attract new visitors and improve the
visitor experience. However, there is also some

The Wilkeson sandstone mines in the early 1900’s
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concern that new visitors might change the
character of the town or impact quality of life
for current residents. Unlike many rural com-
munities, Wilkeson is not heavily dependent
on tourism for its economic well-being. Resi-
dents are able to work outside the community,
and retail and service businesses maintain a
viable trade with a relatively small input from
visitors.

In part because of its economic options as a ru-
ral community within the commuting range of
a variety of urban centers, Wilkeson seems to
have different goals and motivations for tour-
ism development than some of Mt. Rainier’s
other gateway communities. Wilkeson’s in-
terest in tourism seems to be focused on two
opportunities:

Maintaining and enhancing the commu-
nity’s historic resources to share with visi-
tors.

Attracting tourism businesses on a small
scale that can provide amenities for resi-
dents as well as visitors.

The charette team felt that the community
needs to continue its internal dialogue on the
appropriate role for tourism in Wilkeson's
future. The visitor-oriented projects that the
team worked on are intended to assist that
internal discussion by illustrating the potential
for some visitor-oriented projects in the com-
munity.

Some of these ideas—like the replacement of
the Wilkeson arch—are relatively straightfor-
ward and would not have major impacts on
the community. Other ideas explored in the
charette, especially the possibility of locating a
shuttle staging area in Wilkeson, could involve
significant change for the community. While
many aspects of this could be positive for the
community, there needs to be extensive discus-

sion on the benefits and concerns that project
ideas could raise.

Unlike the many historic coal towns in the cor-
ridor that were abandoned with the decline of
the industry, Wilkeson is still a living example
of the type of communities that once spread
up and down the roadway. Wilkeson has the
opportunity to be the physical location where
the story of these lost communities is told. It
is one of the few places whose contemporary
character is a living reminder of the corridor’s
heritage.

Wilkeson assets for community development:

Historic resources including the arch, main-
street buildings and neighborhoods, cem-
etery, coke ovens, tailing piles, sandstone
quarry

Sandstone buildings

Compact town center

Mt. Rainier visitor contact center

Camp

Trail /rail project
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WILKESON MT. RAINTER NATIONAL PARK
WELCOME CENTER

The visitor welcome center in Wilkeson is in-
tended to provide travel information for park
visitors, collect entry fees, and distribute per-
mits for backcountry use. Wilkeson is a con-
venient location for the park to provide visitor
services, allowing one facility to serve both the
Carbon River and Mowich Lake entries. The
location of the welcome center in Wilkeson is

WiLEEson

also intended to assist the city in attracting visi-
tors to local businesses and attractions.

The current welcome center is a modest facility
located on the east side of SR 165. Although
use of the facility is increasing, the majority of
park visitors do not stop at the welcome cen-
ter prior to visiting the park. Some concerns
about the current welcome center include its
location on the “outbound” direction for park
visitors, the lack of parking, especially for large

vehicles, and a low visual profile.

WELCOME CENTER-
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The charette team explored a variety of oppor-
tunities for design in downtown Wilkeson, in-
cluding investigating potential alternative sites
for the future development of a new welcome
center. The rationale for investigating alterna-
tive locations for the NPS presence in town
included solving the issues described above
for access, parking, and visibility, and also in-
vestigating opportunities to contribute to other
development possibilities for the community.

Two locations were discussed for the welcome
center, one in the “triangle” separating SR
165 from Railroad Avenue, and the second
adjacent to the historic library building, now
housing City Hall. Both of these locations offer
high visibility for travelers heading towards
the mountain, and could provide a reasonable
number of parking spaces. The “triangle” loca-
tion would require left turn entry and exit to
leave and return to the highway. The location
adjacent to the library provides an opportunity
to share parking with City Hall in a common
public services parking area. The charette team
chose the location adjacent to city hall to illus-
trate the idea.

Both of these locations also provide an oppor-
tunity for developing a design character for the
building that is sympathetic with Wilkeson’s
historic architecture, but also stands out with
elements of the rustic Cascadian style associ-
ated with national park buildings in the north-
west.

The illustrated opportunity shares parking
with the City Hall. This location offers strong
connections to downtown Wilkeson, provides
the opportunity to share parking, and is highly
visible for travelers. This site is especially
strong if a portion of City Hall is redeveloped
as a Wilkeson History Museum.

ﬁf.ﬁ i
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WILKESON STREETSCAPE

Much of the charm of Wilkeson’s downtown
relies on the small-scale charm of the buildings
and the historic feel of the city’s layout. Cur-
rently, the combination of roadway and adja-
cent parking creates a broad area of paving that
competes with the city’s building stock and is
out of character with the goal of supporting
a pleasant and pedestrian-scaled downtown.
The layout of the paved area creates a chal-

lenge for providing efficient parking, and the

pedestrian circulation on the west side of the . ' . o :"
roadway is poorly developed. An associated ! "9 : - e 3 . L BT "'Jr_' =
benefit of streetscape development could also ; N i i . - I8 ‘rj L ﬁl
include a traffic calming effect, as travelers y e L T . P \ i =
drive more slowly through the apparently nar- " T el F 1 A

rower roadway area.

The charette team looked at several options for
plan and cross-section of the roadway. The con-
cept shown here includes reorganized parking

which, along with providing important park-
ing capacity for downtown businesses, also
simplifies circulation and wayfinding. A new
pedestrian pathway connects to the Foothills

Trail trailhead, and marked crossing locations
help to improve safety for pedestrians parking
on the west side of the street and wanting to
visit businesses across the way. Street trees can
soften the impression of the paving downtown,
and provide scale elements to complement the
false-front commercial buildings of the down-
town core. However, the use of street trees
should be evaluated for their appropriateness
in a historic setting.

SR 165 through downtown Wilkeson
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WiLkESON CokE OVENS PARK

Coke Ovens Park includes the best remaining
examples of the historic coke ovens that used
to burn throughout the Carbon River Valley.
They are a strong visual connection to the
region’s heritage, and provide an opportunity
to tell the story of the region’s development.

The tracks in Wilkeson’s Coke Ovens Park are used for the town’s annual
handcart races

“0Old time” Wilkeson residents who remember
what the town was like when the coke ovens
were still active describe a vivid picture of
roaring orange flames shooting out of the ov-
ens, coloring the clouds on overcast nights and
raining soot down on the town.

The park also includes remnants of the rail lines
used to transport coal and coke from the mines,
currently used for Wilkeson’s annual pushcart
races. The recommendations for the park were
relatively minor, with the intention of main-
taining the park’s current informal character,
while increasing its capacity to accommodate

b

visitors and help them understand the process-
es of coal mining and coke production.

The major enhancement for the park includes
stabilization and interpretation of the remain-
ing coke ovens. A short section of coke ovens
could be restored with historically accurate
Wilkeson sandstone cladding, and interpreta-
tion incorporating historic photos could be
developed to tell the story of coke production.
Trail improvements provide a dry access route
for viewing the ovens, and a short decorative
fence provides protection from casual van-
dalism. Other historic materials used in the
production of coke —from samples of coal and
coke to masonry tools to historic train cars used
for transport—could be incorporated into the
historic display area if they were available.

ﬁf.ﬁ i

The parking area is recommended to be for-
malized and there is an opportunity to develop
an interpretive trail connecting the park to
nearby mining relics, including the large con-
crete bunker structure and the closed Skookum
Mine entry.

MaxiNnG Coke FrRoM COAL

Coke is the high-carbon product of controlled
burning of coal in an oxygen-poor environ-
ment. Coke is primarily produced as a fuel for
the blast ovens that are used for making steel.
The process of making coke from coal removes
many of the impurities from coal, leaving a
hot-burning energy source for refining metals.

There are remnants of historic coke ovens
throughout the Carbon River corridor, many
of them hidden in the forests and brush that

The opening to one of the remaining coke oven structures in the park
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are reclaiming the corridor’s abandoned town
sites. The best-preserved examples of coke
ovens in the corridor are in Wilkeson’s Coke
Ovens Park, just off the highway. Although
they have fallen into disrepair, many of the
coke ovens retain their characteristic “beehive”
shape, and it is easy to imagine the ovens when
they were in use.

The process of producing coke from coal be-
gins with loading the coal into the brick ovens.
In Wilkeson there were train tracks on both
sides of the line of Coke ovens. Coal would be
brought to the ovens by train, and loaded from
the top (the tip of the “beehive” that also served
as the vent or chimney.) The lower openings to
the oven would be bricked shut to limit oxygen
flow into the fire chamber and resist the intense
heat created by the burning process.

The burning process lasts about 3 days, and is
controlled by the amount of air let in from the
top of the oven. When the process is finished,
the oven is capped off to prevent any air flow
and put out the fire. The lower openings in the
oven, bricked up before the burn, are opened
up and the coke is removed from the base, then
loaded into train cars for transportation.

WILKESON FOOTHILLS TRAIL TRAILHEAD

Pierce County has acquired property for a
trailhead in the triangular area between the
highway and the historic “incline” section of
the railroad line connecting Wilkeson to Car-
bonado. This site will serve as a gateway to
Wilkeson for trail users. Design elements and
interpretive displays at the trailhead could be
used to give visitors a sense of Wilkeson’s his-
toric character, and draw them into the down-
town to visit local businesses and heritage
sites. Located on a topographic bench before

the main grade begins, the parking area is
slightly elevated above the highway to limit its
visual impact from the roadway, but still will WILKESOM TRATILWE A
provide a sense of being open to overwatch Tros T
from the highway.

The concept developed in the charette shows
twenty parking spaces, restrooms, and a visitor
information area. Vehicle access to the trail-
head is provided from the highway, and then
feeds into 163rd Street at the other side of the
trailhead. The restroom building and informa-
tion kiosk are recommended to be built from
Wilkeson sandstone, with historic detailing of
the wooden roof elements similar to the library
building or Wilkeson School. Interpretive ele-
ments at the trailhead provide an opportunity
to tell the story of Wilkeson and the importance
of the Northern Pacific rail line, and to encour-
age trail users to visit downtown.

In addition to the Foothills Trail alignment that
continues on toward Carbonado, the plan sug-
gests a spur connection to downtown Wilkeson
and Coke Ovens Park. The spur would use the
existing rail bridge over Wilkeson Creek, and
would eventually be integrated into the down-
town Wilkeson streetscape improvements.

WILKE20N  TRAILMEAD

L& 188 PR NTLLE FREE T Rl
TRATS [ TSR T
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WILKESON ARCH RECONSTRUCTION

The Wilkeson arch was a landmark for travel-
ers heading to Mt. Rainier for over seventy-five
years until it was damaged in the Nisqually
earthquake of 2001. As a result of the earth-
quake, the arch’s crossing log was jarred from
the top of the pillars, and one of the pillars was
damaged and subsequently removed.

The Wilkeson Arch in the 1920’s

As one of the community’s most beloved
landmarks, reconstruction of the arch is a high
priority for community residents. However,
changes in the standards for highway design
since its original construction have caused
some concern over the approach to replacing
the landmark. The historic scale and location
of the arch no longer meet the safety require-
ments for roadside elements, and both the
Washington State Department of Transporta-
tion and the office of the State Historic Pres-
ervation Officer have worked with the com-
munity to develop appropriate plans for its
reconstruction.

Wilkeson has changed significantly since the
arch was first constructed. At that time larger
downtown scale buildings extended further
toward the arch, the forest surrounding the

arch location had been recently harvested,
and the roadway under the arch was much
smaller. Since the time of its construction a
major fire has destroyed several of the sig-
nificant buildings closer to the arch, the forests
surrounding the arch location have re-grown,
and the highway has also changed in scale
to accommodate larger vehicles and modern
design standards. If historic photos are to be
believed, Mt. Rainier was also much closer to
the arch when it was first constructed than it
is today. However, rather than documenting
one of the great geological mysteries of the
modern era, local residents are fairly sure that
the old photo was an artistic fake and that the
mountain hasn’t moved several miles over the
intervening years.

This remaining support after the 2001 earthquake
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The changed context for the arch and the
requirement to meet contemporary safety
standards open the question of where the arch
can best be located and how it can best be re-
designed to honor its historical role in the com-
munity and serve contemporary community
needs. Several of the ideas for the reconstruc-
tion of the arch have positive aspects, and the
charette team didn’t have a strong opinion that
any of the options were clearly better than the
others. The key considerations for the arch
reconstruction included:

It is important that the arch cross the high-
way to provide an entry experience similar
to the original arch.

Power lines, signs, and other roadside
elements compete with the arch for the
traveler’s attention. As much as possible
the arch should be located where compet-
ing elements can be relocated or removed.
Some sort of safety improvements are nec-
essary to redirect vehicles away from the
arch pillars if they lose control and leave the
highway. Safety improvements to the arch
should be as inconspicuous as possible, and
should be consistent in look and feel with
the historic character of the arch.

The arch is an important landmark for the
city, and should function as a true gateway
to the community in the context of the
town’s structure.

The charette team looked at two locations for
the arch, one in the general area of its historic
location, and a second closer to the current
commercial center. Rebuilding the arch in its
exact historic location is not preferred because
of awkward traffic flow and concerns about
traffic safety. The exact historic location is an
option if traffic is redirected in the area of the
west post. Near the historic location, a new
proposed location just south of the existing

bridge provides an effective setting for the arch
with fewer traffic concerns.

Another potential location for the arch is fur-
ther south along SR 165, nearer to the “down-
town” section of Wilkeson. From a community
design perspective, locating the arch closer
to the historic core could improve the sense
of arrival in the commercial and interpretive
center of town. The arch is a powerful entry
element, and locating it nearer to what visitors
perceive as the center of town would help them
to understand that they have arrived at a place
of interest, slow down, and explore the down-
town area.

In any location, it is important that the arch re-
tain its historic scale and character as much as
possible. The primary concern for reconstruc-
tion of the arch is traffic safety, since current
design standards would require either that the
arch be extremely wide, limiting its effective-
ness as an entry element, or that it be protected
from collisions, potentially reducing its design
integrity by the addition of steel guardrails or
other visually incompatible safety barriers. To
allow the arch to be rebuilt with a reasonably
narrow profile, the charette team recommend-
ed a low sandstone curb as a barrier that could
be appropriate given the road’s relatively low
design speeds. As the final location and design
is negotiated with the Department of Transpor-
tation, the city should work to keep the arch
column spacing as narrow as possible to ap-
proximate the arch’s historic proportions.
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WILKESON SHUTTLE STAGING OPPORTUNITIES

One scenario for managing future access to
the Ipsut Creek area is for the park to close the
access road to private vehicles, but maintain
the road at a minimum standard that could
accommodate high clearance shuttle vehicles.
Shuttles are a management strategy that could
maintain access to the Ipsut Creek area and its

The Wilkeson Eagle’s Club building

trailheads for day use without requiring the
park to maintain the access road to private ve-
hicle safety standards. The options for shuttle
service operation have been described previ-
ously. One of the options for shuttle staging is
to locate the main transfer point—where visi-
tors would park their own vehicles and trans-
fer to the park shuttle —in Wilkeson.

Shuttle staging requires significant space and
infrastructure. Although there may be benefits
for Wilkeson to stage shuttles in town, it would

be a significant change in the structure of the
community and require careful consideration
to balance potential benefits with potential
impacts. As discussed earlier, the shorter the
route of the shuttle system is, the more econom-
ical it is for the park service to operate. Shuttle
staging in Wilkeson would be considerably
more expensive than staging closer to the park
entry, for example somewhere in the proposed
park acquisition area. The additional capital
investment and operating costs that would be
required for the park to operate a shuttle from
Wilkeson would only make sense if the com-
munity would receive significant benefits.

The potential benefits to the community come
from the increased visitor activity that would
occur downtown. Especially with parking lo-
cated near the downtown core, visitors to the
park would be required to park in Wilkeson,
check in at a welcome center, and then catch the
shuttle. Visitors would be very likely to spend
some additional time in the community if there
were amenities available to them — either while
they were waiting for the shuttle or after they
had arrived back in town after their visit to the
park. There would also be an opportunity to
encourage visitors to take the historic Wilkeson
walking tour, or visit the historical museum.

The physical components of a shuttle staging
area include parking for approximately 100-
150 cars, an information and fee station, and
shuttle waiting and loading zones (covered
to provide some shelter from weather). The
drawing shows potential shuttle parking loca-
tions in town. Criteria for parking locations
included ease of access from SR 165, distance
from downtown, the potential for screening the
parking from the highway/downtown area,
and impacting as few homes as possible. Each
of the locations shown on the drawing could
work; however, significant additional study
would need to be completed prior to selecting a
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location. The drawing gives a general sense of
the size of parking area that could be required,
and the magnitude of change it might mean for
the community.

Shuttle systems in the Carbon River corridor
are many years in the future, if they prove to
be feasible at all, and the park is committed
to developing shuttle service in the Nisqually
corridor prior to other locations. It is a worth-
while opportunity for community discussion

F;#'.'. g 1.
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to understand if the potential benefits of locat-
ing shuttles in Wilkeson outweigh the potential
impacts.
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ORTING-"BLUE HIGHWAYS”
GATEWAY TO MT. RAINIER

Thirty years ago Orting was a small community
surrounded by fields of daffodils, and logging
trucks were the usual big vehicles on the road,
instead of residential traffic and recreational
vehicles. Suburban growth has caught

One of Orting’s historic murals on a downtown building

up to Orting, spreading along SR 162 as Puy-
allup, Sumner and Orting develop into one
of Pierce County’s main population centers.
Orting has been working to guide this growth
with design guidelines and active planning.
However, the community is changing rapidly,
and it is unclear how the community’s charac-
ter will develop as the new takes its place along
side the old.

As new residents move into the community
and the retail/commercial focus moves from
the historic center of town to the highway,

Orting is interested in maintaining its small-
town character, and strengthening its down-
town core with specialty retail and services.
Recreational travelers are a potential market
for downtown businesses and may be able to
contribute to the demand for specialty niche
services that will help to grow a diverse and
vital town center.

As a community in the Mt. Rainier region, Ort-
ing has good opportunities for positioning it-
self as an attractive destination for recreational
travelers. The community has the potential to
develop minor attractions for rural tourism.
Orting is near the confluence of the Carbon
and Puyallup rivers, and there are opportuni-
ties to develop river access for recreational
fishing and boating. The nearby Soldiers’
Home is an opportunity for redevelopment,
and may be a good location for camping and
recreation. Orting also hosts several events
during the summer that draw large groups of
visitors, and provide a short-term boost to the
local economy.

Orting also has two opportunities to play a
greater role as a regional recreation hub and
gateway. One is as a “blue highways” gate-
way to the mountain, offering a transition
point from freeway driving through relatively
developed landscapes to two-lane road routes
through rural landscapes and small commu-
nities. The second is as a major trailhead for
regional travel on the Foothills Trail. As more
and more segments of the trail are completed
the opportunity for long-distance, destination
bicycle touring becomes much more attractive,
and Orting is in a good position to be one of
the communities where bicyclists either stop as
part of a longer trip, or drive to with bikes on
their car and use Orting as the location to begin
and end a bicycle tour.
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“Blue highways” is a term used by American
road-trippers, and popularized by William
Least-heat Moon in his book of the same name.
Blue highways are the secondary roads criss-
crossing the country —two lane routes that con-
nect small rural communities instead of major
cities, and are prime roads for wandering and
discovery. Orting has the potential to become
a “blue highways” gateway to Mt. Rainier, for
travelers who would like to make the drive to
the mountain an enjoyable part of their travel
experience.

Orting is located on routes that make it a
reasonable stop for three of Mt. Rainier’s four
entries: Carbon River, Sunrise, and Nisqually.
From Orting, travelers can follow the Or-
ville-Kapowsin Road to the south, eventually
connecting to SR 161 near Eatonville. To the
east, travelers can continue on SR 162 through
South Prairie, eventually connecting to SR 165

Mt. Rainier from Orting

between Buckley and Wilkeson. Travelers con-
tinuing to the Carbon River entry turn right, up
the Carbon River valley. Travelers heading to
the Sunrise entry turn left, arriving in Buckley
and connecting to SR 410 to take them to the
park.

In the short term, beginning the process of at-
tracting travelers for this kind of experience
is mostly an information and marketing chal-
lenge —make travelers aware of the opportu-
nity for going to Mt. Rainier by way of Orting,
and paint a compelling picture of why the Ort-
ing routes are different than the ways that they
usually travel to the mountain. Some travel
amenities, such as wayfinding signs to assure
visitors that they are going the right direction,
and a modest visitor information center, are
physical improvements that would support
this strategy.

MOUNT RAINIER NATIONAL PARK ¢ CARBON RIVER CORRIDOR CHARETTE
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In the long term, the success of this kind of
strategy also includes a rural conservation vi-
sion for the landscapes south and east of Ort-
ing. SR 162 to the north of Orting is quickly
developing into a residential and commercial
corridor. Orting’s long-time viewpoint pullout
along the highway that offers good views of
Rainier will soon be surrounded by planned
housing developments. The landscape and
character of the highway are both changing to
a more suburban character, and won’t meet the
expectations of target travelers who are look-
ing for a route that is off the beaten path. The
strategy of becoming a gateway to the rural
approaches to the park depend on the routes
to the south and east of Orting remaining rural.
Orting has the opportunity to be the transition
point where highway-oriented development
to the north ends, and rural landscapes to the
south and east begin, but it will require com-
munity consensus around the land use issues

The Foothills Trail in Orting

that will be required to achieve this long-term
vision, as well as private and public partner-
ships between the city, Pierce County, and
conservation groups.

The opportunity to position Orting as a bicycle
gateway to long-distance rides on the Foothills
Trail also includes a combination of travel
information/marketing with the physical
development of amenities for bicyclists. Safe
parking near the trail, visitor information, way-
finding signage, and public restrooms would
be an attractive package of public or partner-
ship investments to meet bicyclists’ needs. Ort-
ing is already a popular spot for bicyclists and
other trail users, some of whom are driving in
from Tacoma or other locations outside the
corridor to use the trail. Downtown businesses
are providing many of the services for these
visitors. As usership increases, additional pri-
vate businesses including restaurants, bicycle
shops, espresso stands, and bed and breakfast
lodgings could complement the public invest-
ments to take advantage of the bicycle market.

Charette outcomes for Orting:

The charette study focused on Orting’s town
center, looking for opportunities to locate some
of the community design needs identified in
the work with community stakeholders. As-
suming a future redevelopment of SR 162
through downtown into a one-way couplet,
the community overview drawing focuses on
opportunities for public investment and land
use emphasis to reinforce the town center. Po-
tential locations for event parking and future
enhancements for users of the Foothills Trail
are shown in coordination with the land-use
emphasis areas for the city center.
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Orting ideas to enhance the visitor experience

Services for bicyclists
Repairs/rentals
Food/lodging/campgrounds
Parking

Bicyclist/hiker/walker visitor information
Bike tour route maps
Bicycle tour itineraries

Carbon River corridor heritage information
Historic sites (where, what, and how to get
there)

Heritage loops/tours

Organized educational experiences
(schools & adults)
Heritage
Resources/ conservation

Improve information dissemination methods
Signage (fixed and variable)
Web-based (cameras, reservations, routes/
tours, road conditions, etc.)
Information at airport, hotel, etc.
Interactive kiosks

g P
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BuckLEY-RAILROAD AND TIMBER TOWN

Located at the intersection of SR 410 and SR
165, Buckley is charming small community,
and plays an important wayfinding role for
visitors to the Carbon River corridor. Unlike
its neighbor Bonney Lake, Buckley has main-
tained the character of its street frontage, and
has a strong historic town center to build on for
downtown revitalization.

City of Buckley welcome sign

Located near the White River, the community
was first called Perkins’ Prairie, then White
River Siding when a railroad spur was devel-
oped to connect it to the Carbon River system.
Buckley was incorporated in 1890, named in
honor of the district superintendent of the
Northern Pacific Railroad. Buckley was at the
tail end of the coal production region, and was
eventually much more oriented to the timber
economy than mining.

An unusual community design feature of
Buckley is a series of “park blocks” that sepa-
rate the town from SR 410. Originally the loca-
tion for the railroad line and a major water sup-
ply pipeline for the City of Tacoma, the park
blocks are now a unique public open space
that create a kind of “front yard” for the city.
This open space is the location for the Foothills
Trail corridor (developed along the alignment
of the Northern Pacific railroad), and a grow-
ing collection of public buildings and park
amenities. Among other public buildings, the
Foothills Historical Society Museum is located
in these blocks, with both indoor and outdoor
displays.

The city of Buckley is interested in revitalizing
the downtown core with a higher propor-
tion of visitor-related retail and destination
restaurant/shopping opportunities. Although
downtown buildings are generally occupied
now, many of the businesses are services with
a local client base. Over the long term, the city
is interested in attracting more visitors to the
downtown area and encouraging downtown
retail and services that balances local services
with the kind of unique destination retail that
can draw visitors from surrounding communi-
ties and travelers heading to Mt. Rainier.

Buckley faces a series of challenges in main-
taining its distinct character as a community.
Development pressure is intense along SR 410,
and both Bonney Lake and Enumclaw have
seen significant highway-oriented develop-
ment. Buckley is likely to see similar pressure
for highway-oriented development, and face a
decision about whether to emphasize the his-
toric downtown district or the highway as an
economic development priority.

The open space blocks fronting SR 410 provide
Buckley a unique sense of place, especially for
highway travelers, however they also make it
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difficult for travelers to see downtown Buckley
and be drawn off the highway. While there
are some opportunities for improving way-
finding for travelers, and to emphasize the
entry to town as a landmark, travelers need
to be enticed off the road to contribute to the
community’s goal of attracting more economic
contribution from tourists.

As traffic demand increases on SR 410, there
are also planned improvements for the high-
way in Buckley that will affect the future
character of the roadway as it passes through
the community. The SR 410 Route Develop-
ment Plan includes recommendations to widen
the highway to four or five lanes through the
City of Buckley, and to develop traffic signals
at several intersections that are currently not
signalized. The highway improvements may
cut into the park block area adjacent to the
highway in Buckley, and will certainly change
the scale of the roadway as it passes through
the community.

Landscaping in the open space blocks in Buckley

Another significant challenge is the location
and physical layout of the SR 410/SR 165
intersection.  Currently the intersection is
complex and dangerous. The geometry of the
connecting streets, combined with a crossing
for the Foothills Trail make this intersection a
uniquely difficult design problem. The SR 410
Route Development Plan also calls for the re-

Buckley assets for community development:

Strong historic town center

Park blocks public open space
“Crossroads” location at the intersection of
SR 410 and SR 165

Location along SR 410 also has opportunity
to attract travelers to the Sunrise area of Mt.
Rainier, and Crystal Mountain in the winter
season.

Foothills Historical Society Museum

design of this intersection. Beyond its function
as a part of the roadway system for Buckley,
this intersection is a critical community design
location. Most visitors heading to the Carbon
River entrances pass through this intersection,
and it provides an opportunity to offer travel
information or wayfinding signage connecting
to downtown. Unfortunately, the intersection
is quite far from the town’s historic center,
making it difficult to make the physical connec-
tion between the intersection and downtown.

CHARETTE OUTCOMES FOR BUCKLEY

Buckley has a good community fabric as a
starting point, with a core grid of commercial
and residential buildings at the community’s
center, loosening into a more rural develop-
ment pattern farther from town. The historic
downtown core has a good density of human-
scale buildings with historic materials and de-
tailing, and the open space blocks are a unique
community feature that distinguishes the city
from other towns along the road.
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The charette team looked at a series of design
strategies to:

Strengthen the historic core

Improve the intersection of SR 410/SR 165
Study the opportunity for a visitor informa-
tion center/park & ride facility near the SR
410/SR 165 intersection

Strengthen the role of the open space blocks
as a connecting element and foreground to
the community

Buckley Historic Core

Activity and density are keys to successful
historic downtown revitalization. The charette
concepts explored design options for collect-
ing activities in the downtown core that could
make it more attractive for visitors. The cha-
rette ideas also explored investments in public
infrastructure to reinforce the town’s sense

of place, and create a better environment for
private investment in retail and commercial
businesses.

One of the projects being considered by the city
is the development of joint visitor information
center/park and ride facility near the intersec-
tion of SR 410 and SR 165. Some options for
developing that facility are illustrated with the
alternatives for the redevelopment of the inter-
section, however the charette team also felt it
was worthwhile to develop some possibilities
to provide those functions in the town core,
rather than at the SR 410/SR 165 intersection.
If it is feasible to develop those kinds of facili-
ties in the town core then they could contribute
to the goals for revitalization. However, there
is some question of whether a downtown loca-
tion would be as effective as a location next to

SR 410 for attracting visitors.
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For a downtown location, the park and ride
and visitor center functions would likely be
located in separate locations, with the visitor
center located in one of several potential his-
toric storefront locations, and the park and ride
developed with a major parking lot behind the
main street buildings. The visitor center would
be provided with a smaller dedicated parking
area, with only minor opportunities for sharing
parking between the two uses.

Locating these activities downtown would
have the benefit of bringing both regular com-
muters and Mt. Rainier visitors directly into the
town core. Commuters would likely improve
the market for convenience services, and retail
(and definitely coffee). Locating the visitor in-
formation center in town would get visitors out
of their car in the retail core—a great opportu-
nity to interest them in a historic walking tour
or window shopping at specialty retail shops.
Having visitor information in town would
also be more effective in drawing visitors to
the planned water recharge/wetland park that
could be a draw for wildlife tourists.

Streetscape improvements are suggested for
improving the pedestrian environment in the
downtown core, including the development
of sidewalk extensions at crossings, the addi-
tion of pedestrian scale light fixtures, and ad-
ditional street furniture like benches and trash
receptacles. Street improvements like these
can be effective in reinforcing a community’s
historic character and making the community
more inviting and comfortable for pedestrians.

INTERSECTION OF SR 410 AaND SR 165

Although the traffic volume through this inter-
section is relatively low, it is increasing and the
intersection is a surprisingly complex design
challenge. In addition to the two highways,

the intersection area includes local roads, a
crossing of the Foothills Trail, and needs to
accommodate the geometry of Buckley’s road-
side open space. The charette team looked at
several potential geometries for the redesign
of the intersection. The intent of developing
several options was to evaluate the function of
several alternatives to meet traffic and commu-
nity needs. The design criteria for evaluating
the options included:

Traffic safety

Safe crossing for the Foothills Trail

Adequate stacking space for waiting ve-

hicles

Allows for effective directional signs

Facilitates traffic flow to the town center

Each of the options solves some of these issues,
but not all of them. Some advantages and dis-
advantages of each alternative are described in
the drawings.

PARk BLOCK STRUCTURE AND DOWNTOWN
ENTRY DEVELOPMENT

The park blocks are Buckley’s front yard.
From the visitor’s perspective —especially on
first impression —they define the visual char-
acter of the community, and contribute to the
expectations that visitors have for the commu-
nity. Over the years the park blocks have been
partly developed, mostly with public service
facilities, and there is an interest to develop
more facilities in the open space. As elements
have been added to the open space it has begun
to look unplanned, with individual pieces sit-
ting in the landscape rather than an organized
whole.

The charette team proposed a planting pattern
for the park blocks that would provide struc-
ture — defining landscape “rooms” that can be
used to organize elements in the park blocks —
while still allowing views into the community.
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The design concept for the area includes the
development of rows of planting that run at a
ninety degree angle to the highway. The plants
in the hedgerows would be of varying species
and height, in part to accommodate the power
lines that run over the open space area, with
some large trees to add structure and smaller
flowering trees and shrubs for seasonal varia-
tion. These landscape features would allow
easy sightlines into the community, provide
an attractive planting for travelers on high-
way 410, and make it easier to develop new
elements in the park blocks without detracting
from the overall attractiveness of the commu-
nity from the highway. It may be appropriate
to research the historic landscape treatment for
this area prior to developing an approach to
landscape modifications.

The park blocks also separate the town center
from the highway, making it harder to attract
visitors into the downtown business district.
The intersection of Main Street and SR 410
needs a landmark that shouts “turn here” to
travelers to get their attention and interest
them in visiting the community. A backdrop
of larger trees sits behind layers of flowering
plants and annuals to add color and grab atten-
tion. A more prominent entry sign also directs
folks downtown.
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NEXT STEPS

The Charette process identified a variety of
project opportunities that may be appropriate
for the corridor. However, these ideas are just
a starting point—most of them aren’t real proj-
ects yet, and there is no community consensus
on corridor priorities or direction. Overall,
many issues remain to be addressed, includ-
ing the manner in which cumulative adverse
effects associated with increased access to the
Mount Rainier vicinity will be avoided or miti-
gated; and how nation-to-nation relationships
between local affected tribes and the United
States will continue to be respected. The intent
of illustrating these project ideas is to advance
community dialogue on the possibilities for
the corridor, and help corridor stakeholders
to visualize possible directions. Ultimately,
corridor communities, tribes, private landown-
ers, and public land management agencies will
decide whether these or other ideas for the cor-
ridor make sense to pursue.

The decline of the mining and timber econo-
mies in the corridor has also weakened the
economic connections between corridor com-
munities, and there is little sense of community
cohesion in the corridor. Communities feel a
common connection to Mt. Rainier, value their
shared historic heritage, and are also rediscov-
ering their historic rail line connection with
the development of the Foothills Trail. While
individual projects may be developed without
community coordination, there is an oppor-
tunity in the corridor to begin coordinated
planning. It is likely that coordination between
corridor communities would provide the most
benefit given the limited resources in the cor-
ridor for project development.

GETTING FROM GooD IDEAS TO BUILT PROJECTS

The project images developed during the
charette aren’t ready to build, although they
are a good starting point for building support
and testing feasibility for projects. So what
does it take to go from the charette informa-
tion to a completed project? Development of
projects can be quite complex, but there are
good technical resources available within local
jurisdictions, state, and federal agencies that
can provide assistance. The following steps
may not be required for all projects, and they
may vary in the order they are completed, but
they should be considered before moving to
the next step in project development.

PrannING

Double check to make sure the intended proj-
ect is consistent with federal, state, county and
local plans. Is additional planning and compli-
ance legwork necessary prior to moving the
idea or project into design?

PROGRAMMING

Programming means looking at the intended
uses of a project, and making sure that the
project works to accommodate the uses. The
charette projects included general, but not de-
tailed programming.

SURVEY

Most building projects require a survey before
design can begin. The survey identifies site
features and topography as a basis for design,
and also identifies boundaries and ownership.
None of the charette projects had current sur-
vey data available.
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FEASIBILITY REVIEW

Feasibility studies focus on the financial side
of projects, especially projects that have sig-
nificant long-term maintenance and operation
costs, or that will rely on user revenues (such
as entrance fees or gift shop purchases) for part
of their budget. Feasibility studies generally
balance capital and operational costs against
likely capital funding sources and revenue-
generation opportunities. Feasibility studies
often lead to significant changes in the original
assumptions for major projects.

CONCEPTUAL DESIGN

A more detailed early design than the charette
work, conceptual design begins to work out
the details of how the project can meet the pro-
gramming goals and fit on the site.

FunpING

Understanding where funding is going to
come from on a project is critical before too
much effort is put into development. Some
of the grant-based funding opportunities for
projects of the type developed in the charette
are included later in this document, along with
some tips on grant preparation.

ENVIRONMENTAL AND LAND USE REVIEW

Prior to permitting, building projects must un-
dergo environmental review to understand the
potential impacts associated with a project, and
land use review to ensure that the project is
consistent with zoning, or other development
policy. Environmental review requires formal
evaluation under the State Environmental

Policy Act (SEPA) for projects without federal
agency funding, ownership, or sponsorship. If
there is federal agency involvement, then the
project will require review under the National
Environmental Policy Act (NEPA): Zoning
or development policy review depends on
the location of the project. Outside of federal
lands, incorporated cities or counties will lead
the land use review process. On federal lands,
including National Park and National Forest
lands, the federal agency will be responsible
for determining if the project conforms to ad-
opted plans and policy.

FiInaL DESIGN, PERMITTING, AND CONSTRUCTION

With community support, funding, and initial
project reviews in place, projects are finally
ready to build.
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PLANNING PROCESSES TO
ADVANCE PROJECT IDEAS

The charette process was a short , first look
at many ideas. In many cases a longer, more
fully considered planning process makes sense
before moving on to project implementation.
There are several opportunities for follow-on
planning to benefit the corridor.

COMMUNITY DIALOGUE

Informal community dialogue, outside of any
formal planning process, would be a valuable
first step in identifying common interests and
resources. Communities share an interest in
economic development, transportation, trav-
eler information, heritage conservation, and
other areas.

MTt. RAINIER NATIONAL PARKk NEPA REVIEW

Mt. Rainier’s planned boundary adjustment
completed National Environmental Policy
Act (NEPA) review during the environmental
impact statement (EIS) process for the park’s
General Management Plan. As the park ac-
quires property and considers development
in the boundary adjustment area, capital im-
provements will be analyzed for environmen-
tal impact, allowing public comment. Corridor
stakeholders have the opportunity to comment
on the park’s plans, especially where there are
opportunities for coordination with commu-
nity projects or interests.

CARBON RIVER CORRIDOR
CONSERVATION PROJECT

The Carbon River Corridor Conservation
project is working to include a broad set of
stakeholders in their planning process. As the
project develops it has the potential to be a fo-
rum for natural and historic heritage resource
conservation planning. The current project
partners have a strong interest in community
economic development, and may provide ex-
pertise and resources for linking conservation
and economic development opportunities.

HERITAGE CORRIDOR DESIGNATION &
MANAGEMENT PLANNING

Designation as a state heritage corridor is dis-
cussed earlier in the document as a potential
implementation strategy. Heritage Corridor
designation does very little in itself, but it is a
required step before corridors can have access
to grant funding through the National Scenic
Byways program, and it can be a benefit when
applying for other grant funding as well.

Application for designation as a heritage cor-
ridor is managed through the Washington
State Department of Transportation (WSDOT),
and ultimately requires approval by the State
Transportation Commission and legislature.
WSDOT and the legislature will evaluate the
application based on the corridor’s resources,
and most importantly whether there is com-
munity support for the designation.
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FUNDING

The charette included ideas for a wide range of
projects and project types, each of them with
a unique set of project stakeholders and key
issues. A general overview of the steps for
developing a project were described earlier in
the document, but the key to successful project
development is often finding funding.

TYPES OF FUNDING

There are three main pools of funding available
for the projects identified in the charette:

* public sector grants
* private, non-profit grants and foundations
* private sector corporate giving

PuBLic SEcror FUNDING

When finding funding for charette projects,
public sector grants will probably be the easi-
est to obtain. Local, state, and federal agencies
make grant funds available that support their
various program goals, especially economic
development, environmental conservation and
cultural preservation. Many charette projects
support objectives for the FHWA Transporta-
tion Enhancements program and the National
Scenic Byway program.

Grants typically require a partial match -either
financial or in-kind donations of labor and ma-
terials —and are often limited in the funds they
provide.

PRIVATE NON-PROFIT GRANTS AND FOUNDATIONS

Private, non-profit organizations and founda-
tions also offer grants, especially for projects
with an emphasis on environmental educa-
tion and conservation. The Bullitt Foundation
and the Brainerd Foundation are examples
of groups that might support Carbon River
charette projects with a conservation or inter-
pretive focus. Historical groups might also
support projects illustrating and preserving
the heritage of the Carbon River corridor.

Privare SEctor FUNDING

Many private corporations maintain grant
funds to support community projects that are
consistent with their charitable giving mission.
Corporations with local ties are generally more
willing to provide funds for local projects that
will improve or enhance their perceived level
of commitment to the area.

SUCCESSFUL GRANT PREPARATION

A successful grant proposal is one that is
thoughtfully planned, well prepared, and con-
cisely packaged. There are nine basic compo-
nents in a typical proposal package:

* Proposal summary

* Introduction of the Group Seeking Fund-
ing

* Needs Assessment

* Project Objectives

* Project Method and Design

* Project Evaluation

* Future Funding

* Project Budget

* Appendices
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Each one of the grant components is discussed
briefly below.

PROPOSAL SUMMARY

The proposal summary appears at the begin-
ning of the proposal and outlines the project.
It can be a cover letter or a separate page. It
should be brief: no longer than two or three
paragraphs. Be sure to include a simple map to
orient the evaluator and provide a geographi-
cal context.

It is often helpful to prepare the summary after
the proposal has been developed. This makes it
easier to include all the key points necessary to
communicate the objectives of the project. The
summary document becomes the foundation of
the proposal. The first impression it gives will
be critical to the success of the venture. It very
possibly could be the only part of the package
that is carefully reviewed before the decision is
made to consider the project further.

INTRODUCTION OF THE GROUP SEEKING
FunpING

Most proposals require a description of an
applicant’s organization and its past, present,
and projected operations. Some features to
consider are:

* A brief biography of key group members

* The organization’s goals, philosophy, and
record with other grantors any success sto-
ries.

The data should be relevant to the goals of the

granting organization and its grant program,

and should establish the applicant’s credibil-

ity.

NEEDS ASSESSMENT

The Needs Assessment is a key element of a
proposal. It should be a clear, concise, well-
supported statement of the problem to be
overcome using the grant funding. Zero in on
a specific need you want to meet or an issue
you want to address. Make a connection be-
tween the issue and your group/organization
and make a case of your project locally and
regionally.

Demonstrate your knowledge of the needs or
issues. This could be done with data (such as
surveys, reports, and statistics) collected dur-
ing a Needs Assessment that would illustrate
the problems to be addressed. However, be
sure to use only the data that is immediately
relevant and supportive of the project.

Projecr GoAaLs AND OBJECTIVES

This section should clearly describe the goals
and objectives of the project. Project goals will
be more general than the objectives and should
come first. They will provide the evaluator
with a general understanding of your project.

Project objectives are more specific and relate
directly to the problem or issue that the proj-
ect addresses. Ideally, project objectives have
measurable outcomes. Be careful to select ob-
jectives that are attainable -it is more important
to reach simple objectives than to fall short of
grand, impressive objectives. Be sure to explain
the expected results and benefits of each objec-
tive. Also, include the specific criteria of the
grant program and describe how the proposal
meets each criterion.
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Project METHOD AND DESIGN

The project method outlines the tasks that will
be accomplished with the available resources.
Describe in detail the activities that will take
place in order to achieve the project’s goals and
objectives. It is helpful to structure the proj-
ect method as a timeline that includes major
milestones. Break the activities into smaller
tasks and lay them out in a schedule over the
grant time period. This will provide a chance to
consider what personnel, materials, and other
resources will be needed to carry out the tasks.

Projecr EVALUATION

Applicants should develop evaluation criteria
to evaluate progress towards project goals. It is
important to define carefully and exactly how
success will be determined. Applicants should
ask themselves what they expect to be different
once the project is complete.

There are two types of evaluations that will
need to occur for the project: a Process Evalu-
ation and a Project Evaluation. The Process
Evaluation will allow the group to determine
its effectiveness in meeting project objectives
and can be used as a tool to make process
changes along the way. The Project Evaluation
will determine the success of the project once it
is completed.

Furure FUNDING

Be prepared with a list of continuing funding
sources that are expected to contribute to the
project, especially if your project has mainte-
nance needs after the conclusion of the grant.
Even if future funding sources are not required
for the grant, considering how the project will

be maintained once it is completed will be a
valuable exercise and could prevent future
problems.

Also, if funding is being provided from a va-
riety of sources, the grant may require a list of
the other sources their amounts of funding.

Projecr BUDGET

Particular expenses should be outlined in de-
tail in the project budget. It can also be helpful
to divide the budget into categories, such as
personnel salaries and benefits, travel, equip-
ment, supplies, contract costs, etc. Many grant
applications request a line item budget. The
budget should show how funds will be spent
and by whom. The budget should also dem-
onstrate consistency with project activities. If
you plan to hire someone with the funding,
include a position description and perhaps put
the person’s or firm’s resume in the Appendix.
Outline your matching contributions in the
budget as well.

APPENDICES

Appendices provide a place to include infor-
mation that supports your project and request
for funding. Use discretion when including an
appendix or appendices as too much informa-
tion can overwhelm the evaluator. Items that
could be included an appendix include:

* Resumes of key group members

* Lists of other grants the group has received
or managed

* Letters of support or endorsement from dif-
ferent entities
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POTENTIAL
GRANT SOURCES

PUBLIC SECTOR GRANT SOURCES

TRANSPORTATION ENHANCEMENTS GRANTS

Transportation Enhancements (TE) are trans-
portation-related activities that are designed
to strengthen the cultural, aesthetic, and envi-
ronmental aspects of the Nation’s intermodal
transportation system. The program provides
for the implementation of a variety of non-
traditional projects, with examples ranging
from the restoration of historic transportation
facilities, to bike and pedestrian facilities, to
landscaping and scenic beautification, and to
the mitigation of water pollution from high-
way runoff.

Eligible Lead Agencies:

All public agencies. However, the project must
be administered and application signed by a
Certification Acceptance (CA) agency to be
considered for funding. Agencies who have
CA status have formally demonstrated that
they have the resources, knowledge and sys-
tems in place to comply with all requirements
that accompany the use of federal funds. (Local
Agency Guidelines (LAG) manual, Chapter 13).
An agency that does NOT have CA status may
still apply for Transportation Enhancement
Funds, however they must have a “CA Spon-
sor.” The sponsor must be willing to assume
the responsibilities of project management
PRIOR to applying for Enhancement funds.

Eligibility:

“Transportation = enhancement activities”
means, any of the following activities if such
activity relates to surface transportation: fa-
cilities for pedestrians and bicycles; safety
and educational activities for pedestrians and
bicyclists, acquisition of scenic easements and
scenic or historic sites; scenic or historic high-
way programs (including the provision of tour-
ist and welcome center facilities); landscaping
and other scenic beautification; historic preser-
vation; rehabilitation and operation of historic
transportation buildings, structures or facilities
(including historic railroad facilities and ca-
nals); preservation of abandoned railway corri-
dors (including the conversion and use thereof
for pedestrian or bicycle trails); control and
removal of outdoor advertising; archaeological
planning and research; environmental mitiga-
tion to address water pollution due to highway
runoff or reduce vehicle-caused wildlife mor-
tality while maintaining habitat connectivity;
and establishment of transportation museums.

NATIONAL SCENIC BYwAYs PROGRAMS
DISCRETTIONARY GRANTS

This is a federally funded program specifically
for the development of scenic highways. Proj-
ects are eligible for funding even without Na-
tional Scenic Byway designation, however the
Carbon River Corridor is not eligible for these
funds unless the corridor pursues and achieves
state heritage corridor designation.

* Planning, design, and development of a
State scenic byway program.

* Development and implementation of a
corridor management plan to maintain
the scenic, historical, recreational, cultural,
natural, and archaeological characteristics
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of a byway corridor while providing for
accommodation of increased tourism and
development of related amenities.

* Safety improvements to a State scenic
byway, National Scenic Byway, or All-
American Road to the extent that the im-
provements are necessary to accommodate
increased traffic and changes in the types
of vehicles using the highway as a result
of the designation as a State scenic byway,
National Scenic Byway, or All-American
Road.

* Construction along a scenic byway of a
facility for pedestrians and bicyclists, rest
areas, turnouts, highway shoulder im-
provements, passing lanes, overlooks, and
interpretive facilities.

* Improvements to the scenic byway that will
enhance access to an area for the purpose
of recreation, including water-related recre-
ation.

¢ Protection of scenic, historical, recreational,
cultural, natural, and archaeological re-
sources in an area adjacent to a scenic by-
way.

* Developing and providing tourist informa-
tion to the public, including interpretive
information about the scenic byway.

* Development and implementation of a sce-
nic byway marketing program.

This program requires a minimum matching
fund of 20% from a non-federal government
source. Funds are administered through WS-
DOT.

WASHINGTON STATE INTERAGENCY COMMITTEE
FOR OurDoor REecrEaTION (IAC)

The IAC administers several grant programs
for recreation and habitat conservation pur-
poses. Depending on the program, eligible
project applicants can include municipal sub-
divisions of the state (cities, towns, and coun-

ties, or port, utility, park and recreation, and
school districts), Native American tribes, state
agencies, and in some cases, federal agencies
and nonprofit organizations.

To be considered for funding assistance, most
grant programs require that IAC be given as-
surance that the proposed project will be oper-
ated and maintained in perpetuity for the pur-
poses for which funding is sought. Most grant
programs also require that sponsors complete
a systematic planning process prior to seeking
IAC funding. Grants are awarded by the Com-
mittee, based on a competitive public process
that weighs the merits of proposed projects
against established program criteria.

Boating Facilities Program

The state Marine Recreation Land Act (Initia-
tive 215) was approved by voters in 1964. This
legislation earmarks taxes paid on motor ve-
hicle fuel used in watercraft for boating-related
lands and facilities. Acquisition, development
and renovation projects on fresh or salt water
are eligible, including launch ramps, transient
moorage, and upland support facilities. Back-
ground and policies are explained in IAC's
Boating Facilities Program Plan.

Washington Wildlife Recreation Program
(WWRP)

The WWRP provides funds for the acquisition
and development of recreation and conserva-
tion lands. WWRP funds are administered by
account and category. The Habitat Conserva-
tion Account includes critical habitat, natural
areas, and urban wildlife categories. The Out-
door Recreation Account includes local parks,
state parks, trails, and water access categories.
The Committee’s prioritized list of projects
must be submitted for consideration and ap-
proval by the Governor and the Legislature be-
fore IAC awards grants. For more information,
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ask for the IAC report Washington Wildlife
and Recreation Program: The First Five Years.

Nonhighway and Off-Road Vehicle Activi-
ties (NOVA) Program

The NOVA program provides funding to de-
velop and manage recreation opportunities
for users of off-road vehicles and nonhighway
roads. The NOVA Program is primarily funded
through one percent of the state motor vehicle
fuel tax. Other NOVA funds originate from off-
road vehicles (ORV) permit fees. Every year
IAC provides funding for the planning, acqui-
sition, and/or development of off-road vehicle
and nonhighway road recreation opportuni-
ties. In odd-numbered years, funds are also
provided for the maintenance and operation
of ORV facilities; and education and enforce-
ment related to ORV recreation. Background,
including IAC policies for the program, is ex-
plained in the NOVA Plan 1993-1999.

Firearms and Archery Range Recreation Pro-
gram (FARR)

Firearms and Archery Range Recreation Pro-
gram funds are used to acquire, develop, and
renovate public and private nonprofit firearm
and archery training, practice, and recreation
facilities. The program receives funding from
a portion of the fee charged for concealed
weapons permits. Projects in this program are
funded in odd numbered years.

The National Recreational Trails Program
The National Recreational Trails Program is
the successor to The National Recreational
Trails Act (NRTFA). In 1999, IAC will grant ap-
proximately 1.1 million to further NRTP’s goal
of providing funds to rehabilitate and maintain
recreational trails that provide a backcountry
experience. In some cases, new “linking” trails,
relocations, and education proposals are also
eligible.

Riparian Habitat Program (RHP)

The Riparian Habitat Grant Program is a pilot
program for funding watershed plan imple-
mentation projects that protect, restore, and
enhance riparian habitat. Funding is in the
form of matching grants to counties, cities and
towns, conservation districts, land trusts, and
nature conservancy organizations. Projects
eligible for funding include acquisition of land
using less-than-fee methods such as conserva-
tion easements and purchase of development
rights; and habitat restoration and enhance-
ment projects on those lands.

Land and Water Conservation Fund

The Land and Water Conservation Fund
(L&WCF) was enacted by Congress in 1964 to
establish a funding source for grants to state
and local governments for land acquisition
and/or development of outdoor recreation ar-
eas and facilities. The program is managed by
the National Park Service but administered in
each state through a governor-appointed stage
agency responsible to the National Park Ser-
vice (i.e., federally funded/state administered
program). L&WCEF grants require a 50% match
from state or local funds. Eligible applicants
include cities, counties, state agencies, tribes,
and recreation and park districts authorized
to provide public park and recreation facilities.
Areas funded through L&WCEF assistance are
required to be dedicated in perpetuity for pub-
lic recreation use. In Washington, the L&WCF
is managed by the Interagency Committee for
Outdoor Recreation.

WASHINGTON STATE HERITAGE
Caprrar Projecrs FUND

Provides capital funding for projects that
interpret and preserve Washington’s history
and heritage. The fund provides up to 1/3 of
project funding, with the remaining funding
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required to be from non-state sources. up to
half of the applicant match requirement may
be in-kind labor and materials. This loan pro-
gram does not fund planning activities, and
successful grants will typically have planning
completed prior to application.

Pierce Counrty Tourism, PRoMOTION &
Caprrar Faciorries FUND

This grant program is funded by the lodging
tax collected in unincorporated Pierce County,
and can be used to fund projects that promote
tourism.

This fund supports capital development, and
grant applications with planning completed

are more likely to be successful.

HERITAGE TECHNICAL ASSISTANCE

Although not a source for funding, the state
Heritage Resource Center provides technical
assistance to heritage organizations through-
out the state.

PrIvATE SECTOR, NON-PROFIT GRANT SOURCES

WaSHINGTON WILDLIFE AND RECREATION
COALITION

Washington Wildlife and Recreation Coalition
is dedicated to the preservation of outdoor
recreation opportunities, wildlife habitat, and
natural areas in Washington state. The grants
support public education activities aimed at
building local community support for land
acquisition and stewardship.

THE Burritr FOUNDATION

The Bullitt Foundation is committed to the
protection and restoration of the environment
of the Pacific Northwest. This commitment
includes environmental problems that dispro-
portionately impact lower-economic people
in both urban and rural communities. The
Foundation invites proposals from nonprofit
organizations that serve Washington, Oregon,
Idaho, British Columbia, western Montana
(including the Rocky Mountain Range), and
the rain forest region of southern Alaska. The
majority of grantees are citizen groups located
in the Northwest that are working to build
and strengthen the environmental movement
and to educate the broader public about the
importance of protecting and restoring the en-
vironment.

Proposals are reviewed two times a year and
must be received by May 1 and November 1.

THE BRAINERD FOUNDATION

The Brainerd Foundation funds organizations
that are dedicated to protecting the environ-
mental quality of the Pacific Northwest.

PrivATE SECTOR CORPORATE GIVING

For corporate donations, the appropriate com-
panies will need to be identified early on in
the project process and contacted at that time
about partnership and funding opportunities.
Most large companies will have a public rela-
tions department, which is a good place to start
when investigating possible partnerships. If
the company does not have a public relations
department, the marketing department should
also be able to provide direction.

Before contacting a company, become fa-
miliar with it. Today many companies have
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“Mission” and “Vision” statements that can
be helpful in determining what the company
values and therefore, can help you determine
if your project reflects those values. Also, con-
sider the benefits your project has to offer to the
company in exchange for its donation.

WALMART COMMUNITY MATCHING
GRANT PROGRAM

The Community Matching Grant Program is
the largest program funded by Wal-Mart and
SAM’S CLUB. Associates raise funds with a
local nonprofit organization at their stores.
Wal-Mart and SAM’S can match a portion of
the funds raised. More than 50,000 matching
grants, totaling $42 million, were awarded
through the Community Matching Grants pro-
gram last year.

Organizations qualifying for the Matching
Grant Program are 501(c)(3) non-profit organi-
zations or organizations that are exempt from
needing 501(c)(3) status, such as public schools,
churches and government agencies.

WarMarT ENVIRONMENTAL GRANTS

Wal-Mart and SAM’S CLUB provides grants to
501(c)3 nonprofit organizations and schools to
support environmental efforts and education
in communities where stores are located. Last
year, the company contributed more than $1.5
million to local communities through environ-
mental grants.

Tue Home DeEpor ENVIRONMENTAL GRANT

The Home Depot provides grants in the follow-
ing areas:

* Sustainable and Green Building Practices
* Forestry and Ecology

* Clean-up and Recycling

* Lead Poisoning Prevention

* Consumer Education
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OTHER AREA PLANNING ACTIVITIES

Counties, cities, and towns within the Carbon
River Corridor and vicinity have conducted
planning efforts to develop a vision for their
future, to responsibly conserve and protect re-
sources, and to guide and direct future growth.
The charette effort is intended to recognize
these efforts and to suggest exploration of ideas
and concepts that are consistent with these plan
recommendations and design standards. Nu-
merous planning efforts involving Lewis and
Yakima Counties, communities, agencies, and
private businesses along the corridor and its
feeder routes are underway, or have recently
been completed. The following Plans and ini-
tiatives are efforts relevant to the Carbon River
Corridor. Some specific plan highlights are
given for alternative transportation opportuni-
ties, congestion relief for popular destinations,
and visitor/tourism opportunities.

MOoUNT RAINIER NATIONAL PARK
FINAL GENERAL MANAGEMENT PLAN/
ENVIRONMENTAL IMPACT STATEMENT
(2001)

The National Park Service (NPS) has final-
ized this Final General Management Plan
and Environmental Impact Statement to pro-
vide guidance on the management of Mount
Rainier National Park over the next 20 years.
The plan establishes a framework for moni-
toring resource conditions and visitor experi-
ences relative to the defined, long-term goals to
ensure that Park resources are preserved and
high quality visitor experiences are provided.
Within these mandates, the plan addresses is-
sues confronting the Park, such as vehicle con-
gestion, perceived overuse of wilderness, and
changes in Park infrastructure.

Mr1. BAKER SNOQUALMIE NATIONAL FOREST
Forest Pran

The Forest Plan generally guides the activities
on the forest, including timber management,
recreation, habitat conservation, and non-
timber forest products. Most of the National
Forest area in the Carbon River Corridor is in
restricted harvest status reflecting the habitat
value of mature forests adjacent to the park.

WSDOT RoADSIDE CLASSIFICATION Pran

(1996)

The Roadside Classification Plan (RCP) has
been prepared to coordinate and guide the
management of Washington State highway
roadsides, including planning, design, con-
structions, and maintenance activities.

The intent of this plan is to provide a uniform
framework for consistent, pro-active roadside
management statewide, and to facilitate cost-
effective restoration of state roadsides. The
policies and guidelines provided here allow
room for regional variations within the state-
wide parameters.

In coordination with the State Highway System

Plan, the RCP:

* Sets statewide goals and objectives for
roadside management, establishes roadside
character classifications, and records road-
side character designations in the Roadside
Classification Log.

* DProvides guidelines for roadside restora-
tion.

* Advocates the use of native plants, Inte-
grated Vegetation Management (IVM)
and a long-term management approach to
achieve sustainable roadsides.
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APPENDIX A-EXISTING TRANSPORTATION

Prior to beginning the charette transportation information was collected to provide background information
for the charette participants. The transportation information presented here was current at that time, but has
not been updated following the completion of the charette.

Because transportation is a focus of study for this project, it is important to analyze “baseline
conditions”, or current transportation system. This memorandum provides an overview of the
various transportation elements in the study. The document begins with a description of the present
highway system, including physical description, traffic volumes and accident data. Following the
roadways discussion is an overview of the various alternative transportation services including
public transit and bicycle/pedestrian facilities. This discussion also lists planned/programmed
improvements associated with the Washington State Department of Transportation (WSDOT) and
various public transportation providers.

HIGHWAY SYSTEM

The Carbon River study area is located in northern Pierce County and southern King County,
south of the Puget Sound urban area. Within this area are the cities of Buckley, Bonney Lake,
Carbonado, Enumclaw, Orting, Wilkeson and other communities. Several state highways connect
the communities within the study area. The highways at the focus of attention are SR 162, SR 165
and SR 410.

Physical Features

SR 162

Approximately 20 miles in length, SR 162 begins at SR 410 in Sumner and ends at SR 165 just south of
Buckley. Following the Puyallup and Carbon rivers, the highway passes through the communities of Orting
and South Prairie. The highway generally consists of a two-lane cross-section with a posted speed of 50
m.p.h. through a mostly rural landscape. Center turn lanes and lower speed limits exist in the urbanized
areas. Although SR 162 generally has smooth high-speed curves, motorists encounter sharper curves within
the City of Orting and just west of South Prairie. The McMillin Bridge, carrying the roadway across the
Puyallup River, is listed on the National Register of Historic Places.

SR 162 is a major traffic corridor for local and regional traffic traveling between north central
Pierce County and the City of Tacoma. Commuters make up the majority of vehicle traffic. Recent
development growth in the corridor - mainly housing developments - has been high. The route is
also used for recreational travel, including motorists traveling to Mount Rainier National Park. As
shopping centers, service centers and other development sprouts along the roadway, traffic volumes
are expected to grow steadily.

SR 165
Approximately 21 miles long, SR 165 travels between Mount Rainier National Park and SR 410 in Buckley.
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Following the Carbon River, the highway passes through the communities of Carbonado and Wilkeson.

The first seven miles of SR 165 are unpaved. This is the only state highway in Washington containing

an unpaved section. Between Mount Rainier National Park and Carbonado, the roadway travels on
mountainous terrain with a posted speed limit of 35 m.p.h. From Carbonado north, SR 165 follows rolling
terrain with posted speeds between 30 and 50 m.p.h. The highway’s entire length has one travel lane in each
direction.

Recreational traffic comprises the majority of vehicles on SR 165. As the roadway terminates at
Mount Rainier National Park’s Carbon River entrance, the opportunity for this road to serve far
reaching destinations does not exist. Traffic volumes on this road vary seasonally. The greatest
number of vehicles using the highway usually occurs during summer months.

Primarily near Mount Rainier National Park, SR 165 has been prone to rock slides and washouts.
During the 1990s, slides occurred near milepost (MP) 2, and a washout occurred about two miles
south of Carbonado. More recently, a rockslide occurred near MP 4 and the Nisqually Earthquake
resulted in slide near the Fairfax Bridge. The Fairfax Bridge slide presently blocks a portion of the
highway.

Relatively low traffic volumes and a lack of maintenance funds have forced WSDOT to maintain
SR 165 near Mount Rainier National Park on a “reactive” basis. Much of the roadway in this area
is not built to current standards, as the present right-of-way width prevent motorists from driving
comfortably.

SR 410 (Bonney Lake to Enumclaw)
SR 410 is approximately 107 miles long and serves as an important east-west transportation link between
the South Puget Sound Region in Pierce County and the Central Washington region near Naches in Yakima

County. The segment between Bonney Lake and Enumclaw passes through Buckley, and is about 13 miles
long. In the vicinity of Bonney Lake, the highway has a four-lane (two lanes in each direction) cross-section
with limited access. The remaining portion contains a two-lane cross-section. SR 410 generally follows level
and rolling terrain with posted speeds ranging between 35 and 55 m.p.h.

Because SR 410 is a major east-west transportation corridor for local and regional traffic, commuters
comprise the majority of users. The development rate along this corridor is high, and traffic volumes
are expected to grow at a steady rate. Truck traffic also uses this route to move freight and goods,
and recreational traffic uses SR 410 to reach Mount Rainier National Park and other points east.

Access Management

WSDOT’s access management program combines traffic engineering and land use regulatory
techniques. The goal of the program is to protect the public’s investment in its streets and highways
by ensuring mobility, while simultaneously providing other benefits such as access to adjacent
properties. Because many collisions result from conflicting turn movements, limiting the number of
access points on a highway reduces the risk of accidents.

MOUNT RAINIER NATIONAL PARK ¢ CARBON RIVER CORRIDOR CHARETTE



WSDOT has adopted a system of access management classifications for the state highway system. Table 2: Access Management Classifications on State Highways in the Study Area

These classifications seek to balance access needs of property owners with traffic flow needs of the Begin End Access Management
traveling public. A number of factors play a role in a roadway’s access management classification MP MP Segment Description Classification
including development level, speed limit, and functional classification. Table 1 describes the SR 162
characteristics of each access management classification, and Table 2 identifies classifications along
state highways in the study area. 9.23 10.34 City of Orting Class IV
Table 1: WSDOT Access Management Classification Characteristics 10.34 17.25 Orting to South Prairie Class Ill (proposed
Access class Il mp 11 to 17.25)
Management o 17.25  17.78  City of South Prairie Class IV
Classification Characteristics
Class | e Higher speeds, higher volumes, longer trips 1778 19.78 South Prairie to SR 165 Class /il
¢ Restrictive medians required on multi-lane highways
¢ One-mile minimum spacing between intersecting streets SR 165
¢ 1,320’ minimum distance between public or private access connections 0.00 21.24 SR 410 fo Mt. Rainier NP Class il
Class Il e Medium to high speeds, medium to larger volumes, medium to long trips
e Restrictive medians required on multi-lane highways Traffic Volumes and Traffic Operations
* One’_ha_lf_ mile m.lnlmum spacing betw_een mt_ersecnng streets i Table 3 provides a summary of available information on existing and projected daily traffic volumes
O B Ul IS G el R Gles e CatilCaielis along state highways within the study area. The data was provided by the Washington State Department
of Transportation (WSDOT). Also illustrated in the table are volume-to-capacity (V/C) ratios for each
Class Il * Mode.ra.te speeqs, mode')rate Volume.s, Shor.ter trips highway segment that relate the traffic volume data to roadway geometry and other factors, and provide
¢ Restrictive medians typical on multi-lane highways; two-way left-turn lanes a descriptive assessment of varying degrees of congestion.
may be used where special conditions warrant
* One-half mile minimum spacing between intersecting streets Table 3: Existing/Projected Volumes and Roadway Performance (LOS) on Study Area State Highways
e 330’ minimum distance between public or private access connections
. Begin End 2001 2001 2021 2021 Truck
Class IV e Moderate speeds, moderate volumes, shorter trips MP MP Segment Description ADT ViC ADT vic %
e Typical median treatment is nonrestrictive SR 162
e One-half mile minimum spacing between intersecting streets, roads, or
highways in rural areas 0.00 0.29 SR 410 to 75" Street Court 21,238 1.01 33,981 1.61 6
e 250’ minimum distance between public or private access connections I L R
430  6.81 102 Street to Puyallup River 15,914 090 25462 143 6
Class V « Slower speeds, moderate volumes, short trips 6.81 9.73 Puyallup River to Washington Avenue 13,790 0.70 22,064 113 6
e One-quarter mile minimum spacing between intersecting streets, roads, or 9.73  10.97  Washington Avenue to Orville Road 13,790  0.78 22,064 124 6
highways in rural areas 10.97 12.74  Orville Road to Patterson Road 6,821 0.27 10,914 044 6
¢ 125 minimum distance between public or private access connections 12.74 17.25  Patterson Road to South Prairie (west city 4,707 0.22 7,531 0.36 6
limits)
WSDOT, Access Management in Washington State, 1995 17.25 19.78  South Prairie (west city limits) to SR 165 5,470 0.28 8,752 0.44 6
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SR 165

0.00

4.00

7.00

9.72

10.91

14.39

17.14

19.60

SR 410

12.72

13.34

13.61

14.88

15.60

20.41

20.68

22.02

23.67

24.29

24.84

4.00

7.00

9.72

10.91

14.39

17.14

19.60

21.24

13.34

13.61

14.88

15.60

20.41

20.68

22.02

23.67

24.29

24.84

25.71

Mount Rainier National Park to MP 4
MP 4 to MP 7

MP 7 to near MP 10

Near MP 10 to Fairfax Forest Preserve

Fairfax Forest Preserve to Carbonado
(south city limits)

Carbonado (south city limits) to Wilkeson
(north city limits)

Wilkeson (north city limits) to SR 162

SR 162 to SR 410

Bonney Lake (west city limits) to 181st
Avenue/Sumner-Buckley Highway

181t Avenue/Sumner-Buckley Highway to
184" Avenue

184" Avenue to 202" Avenue

202" Avenue to 214" Avenue

214" Avenue to Hinkleman Extension
Road
Hinkleman Extension Road to SR 165

SR 165 to Pierce/King County Line

Pierce/King County Line to SE 456"
Street
SE 456" Street to Roosevelt Avenue

Roosevelt Avenue to SR 164

SR 164 to Enumclaw (east city limits)

237
237
237
237

330

330

6,008

6,428

42,811

42,811

33,285
25,496

19,723

16,133
20,000

14,199

13,596
11,023

9,279

0.06

0.06

0.06

0.06

0.06

0.03

0.48

0.42

0.70

0.98

0.83

0.54

0.82

0.64

0.83

0.67

0.74

0.52

0.43

379
379
379
379

528

528

9,613

10,285

53,000

54,940

42,715
34,845

26,955

22,049
28,000

19,879

19,034
15,432

12,991

0.09

0.09

0.09

0.09

0.09

0.05

0.77

0.81

0.87

1.26

1.07

0.73

0.93

1.04

0.72

0.61

11

11

11

11

11

11

11

10

Highway Traffic Accident Experience

Two “High Accident Corridors” (HACSs) exist within the study area. According to WSDOT, a
HAC is a highway section one mile or greater in length where a five-year analysis of collision
history indicates that the section has higher than average collision and severity factors. SR 162 is a
designated HAC between milepost (MP) 0.0 and MP 6.5 (between SR 410 and 136% Street). SR 165
is also a HAC from unincorporated Burnett to just south of Buckley (between MP 19 and MP 20). A
“High Accident Location” (HAC) is a highway section typically less than 0.25 mile in length with a
two-year collision history indicating that the section has a significantly higher than average collision
and severity rate. A HAL is located on SR 162 at MP 0.58 (80" Street), and on SR 165 between MP
19.5 and 19.7 (the intersection with SR 162).

Accident rates are measured in terms of “millions of vehicle miles traveled” (MVMT). For instance,
an accident rate of 1.00 represents one accident per one million vehicle miles traveled. In 1996 (the
most recent year with available data), the overall accident rate in King County was 2.27 MVMT,
while Pierce County experienced a rate of 2.06 MVMT". While no state highway segments within
the study area exceeded King County’s 1996 accident rate, several segments exceeded the Pierce
County rate. These highway segments are identified in Table 4.

Table 4: Highway Segments Exceeding the 1996 Pierce County Accident Rate

Begin End Segment Accident
MP MP Segment Description Length (miles) Rate
SR 162

5.35 9.54 Military Road to Calistoga Street 4.19 2.20
9.54 10.97 Calistoga Street to Orville Road 1.43 3.40
10.97 17.82 Orville Road to Prairie Road 6.85 2.60
17.82 19.78 Prairie Road to SR 165 1.96 2.50
SR 165

19.60 21.24 SR 162 to SR 410 1.64 3.60
SR 410

16.81 20.68 233 Avenue to SR 165 3.87 2.30
20.68 22.02 SR 165 to King County line 1.34 2.10

Note: LOS means “Level of Service”, and V/C means “volume-to-capacity ratio”.

V/C > 1.0 indicates severe congestion

V/C .75 - 1.0 indicates heavy congestion

V/C .5 -.74 indicates moderate congestion

V/C < .5 indicates low or no congestion
WSDOT Planning and Policy Office, 2003.
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WSDOT, 1996 Washington State Highway Accident Report.
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WSDOT Planned Highway Improvements
Short-Term Improvements

WSDOT’s Highway Construction Capital Improvement & Preservation Plan lists several projects along
state routes within the study area to be completed between 2002 and 2008. Roadway widenings and
intersection realignments are among the planned improvements, as listed in Table 5.

Table 5: Short-Range Planned State Highway Improvements

Begin End

MP MP Segment Description Planned Improvement

SR 162

11.39 11.51 Voights Creek Bridge Replace structurally deficient bridge

11.39 11.74 Voights Creek vicinity Reconstruct and widen existing roadway to accommodate a

new bridge
19.73 19.78 SR 162/SR 165 Intersection Change intersection to a T-intersection with stop control on
the Wilkeson (south) leg

SR 165

19.40 19.75 SR 162/SR 165 Intersection Change intersection to a T-intersection with stop control on

the Wilkeson (south) leg

SR 410

15.70 16.94 214" Avenue to 234" Construct 2 additional general purpose lanes, a median

Avenue barrier and signal
20.86 20.86 Jefferson Avenue Widen roadway to accommodate a left-turn lane and minor
intersection safety improvements

WSDOT, Highway Construction Capital Improvement & Preservation Program, 2002.

Long-Term Improvements

The 2003-2022 Washington State Highway System Plan identifies long-range planned and programmed
improvements for state routes in the study area. Some improvements are identified in earlier Route
Development Plans (RDPs) and they are reflected in the list. Purchasing of access rights, realignments
and widenings comprise the majority of planned improvements. Table 6 lists the planned/

programmed improvements.

Table 6: Long-Range Planned State Highway Improvements

ﬁf.ﬁ i

Begin
MP
SR 162

0.00

0.10

0.53

3.21

6.11

7.10

9.34

9.84

10.34

10.95

11.44
13.02

14.50

SR 165
15.83

17.14

17.91

19.28

End
MP

3.21

0.53

6.11

7.10

9.23

9.34

9.84

10.34

10.97

11.01

11.64

13.07

14.96

16.36

21.24

18.50

19.36

Segment Description

SR 410 interchange to Pioneer Way
SR 410 to Sumner (south city limits)
Sumner (south city limits) to 128"

Street
Pioneer Way to 144" Street

128" Street to Washington Avenue

144" Street to Washington Avenue

Washington Avenue to Harman Way

Harman Way to Orting (south city
limits

Orting (south city limits) to Orville
Road

Railroad Crossing (vacated) to Orville
Road

Voights Creek Bridge vicinity

Burlington Northern Railroad vicinity

South Prairie Creek Bridge vicinity

Gale Creek Bridge vicinity
Wilkeson (north city limits) to SR 410
South Prairie Road to 141t Street

Court
Fettig Road vicinity

Planned Improvement

Widen to 5 lanes — per SR 162 RDP

Purchase access rights — proposed partial limited
access

Purchase access rights — proposed partial limited
access

Widen 4 lanes — per SR 162 RDP

Purchase access rights — proposed partial limited
access
Widen to 5 lanes — per SR 162 RDP

One-way couplet system using existing SR 162 and
Corrin Avenue
Widen to 5 lanes — per SR 162 RDP

Purchase access rights — proposed partial limited
access
Realignment

Realignment and new structure

Realignment and new structure

Cross-section/geometric improvements

Cross-section/geometric improvements

Intermittent passing lanes and realign SR 165 at
SR 410
Cross-section/geometric improvements and
realignment

Cross-section/geometric improvements
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SR 410

12.72 13.37 Bonney Lake (west city limits) to 181t Purchase of access rights; proposed full limited
Avenue access

13.64 15.70 184™ Avenue to 214" Avenue Urban access control; local arterial (City of Bonney

Lake) — per SR 410 RDP

16.94  20.41 234" Avenue to Hinkleman Extension Widen to 4 lanes — per SR 410 RDP
Road

20.41 21.48 Hinkleman Extension Road to Park Widen to 4/5 lanes — per SR 410 RDP
Avenue

20.66 20.84 Shopping Center to Jefferson Cross-section/geometric improvements
Avenue

2148 2199 Park Avenue to White River Bridge Widen to 4/5 lanes — per SR 410 RDP

21.99 24.14 Pierce/King county line to Cole Widen to 4 lanes; access management; signal
Street coordination and route continuity strategy

2426 2440 Roosevelt Avenue to Mount Villa Install guardrail

Drive

WSDOT, 2003-2022 State Highway System Plan.

ALTERNATIVE TRANSPORTATION

Several agencies provide public transportation within and near the study area. Ranging from
intercity rail to local bus service, several transportation services provide an alternative to the
personal automobile. Additionally, bicycle and pedestrian facilities are found in most incorporated
and unincorporated communities and along some of the state highways.

Amtrak

From the Tacoma Amtrak Terminal, the Amtrak Cascades and Coast Starlight trains operate a total
of four daily trips north to Seattle and four daily trips south to Eugene, Oregon (one trip continues
south to Los Angeles, California). Northbound trains depart at 11:17 a.m., 3:02 p.m., 7:05 p.m., and
8:47 p.m. Southbound trains depart at 8:18 a.m., 10:53 a.m., 2:33 p.m., and 6:13 p.m. The service
is financed in part through funds made available by WSDOT and the Oregon Department of
Transportation.

Greyhound

Greyhound provides six daily northbound and southbound trips from Tacoma. The first bus to
Seattle and other northern cities departs at 1:25 a.m., and the last bus leaves at 9:25 p.m. The first bus
to Portland and other southern points leaves at 2:00 a.m. and the last bus departs at 9:20 p.m.

Sound Transit
Sound Transit provides public bus and commuter rail service to King, Pierce and Snohomish
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counties. The Sounder Commuter Rail train provides weekday peak hour service between Tacoma
and Seattle on the Burlington Northern Santa Fe railroad line. Three morning trips operate in the
northbound direction and three southbound trains operate in the afternoon. Within vicinity of
the study area, stations are located in Tacoma, Puyallup, Sumner and Auburn. Table 7 displays
departure times for each station.

Table 7: Sounder Commuter Rail Departure Times

Station Northbound (Monday-Friday)

Tacoma 6:15a.m. 6:30 a.m. 6:45 a.m.
Puyallup 6:27 a.m.  6:42 a.m. 6:57 a.m.
Sumner 6:32a.m.  6:47 a.m. 7:02 a.m.
Auburn 6:40 a.m. 6:55a.m. 7:10 a.m.
Station Southbound (Monday-Friday)

Auburn 5:25p.m. 540 p.m. 6:05 p.m.
Sumner 5:34 p.m.  5:49 p.m. 6:14 p.m.
Puyallup 5:38 pm.  5:53 p.m. 6:18 p.m.
Tacoma* 5:55p.m. 6:10 p.m. 6:35 p.m.

* Times listed in the schedule are arrival times because this is
the final stop on the route.

Sound Transit also operates express buses in the study area. Rout 582 - Bonney Lake-Tacoma
Express provides weekday service with %2- to 1-hour headways. Operating between 5 a.m. and
8 p.m., the route serves Bonney Lake Park-and-Ride, Sumner Sounder Station, Puyallup Sounder
Station, and downtown Tacoma.

Route 585 - Lakewood-Auburn Express generally follows SR 512 and SR 167. Operating with %2- to
1-hour frequencies on weekdays, buses serve the South Hill Park-and-Ride and Sumner Sounder

Station. Service begins at 5:45 a.m. and ends at 9:45 p.m.

Planned Improvements

The Sound Transit Six-Year Transit Development Plan 2001 Annual Report outlines a number of planned
improvements. In general, the agency plans to add buses to the existing fleet, continue construction
on the Tacoma Link light rail project and commence construction on Seattle’s Central Link light rail.
Sounder commuter rail service will grow both in terms of areas served and headways. Trains are
scheduled to provide service to South Tacoma and Lakewood beginning in 2005, and the line will
extend northward from Seattle to Everett in 2009. Within the study area, Sound Transit will increase
rail service between Tacoma and Seattle to 18 weekday trips in 2006.

Pierce Transit

Pierce Transit is the public transportation agency for Pierce County, providing the community with
local and express bus routes, vanpools, rideshare services, and shuttle transportation for people
with disabilities. Of the agency’s numerous bus lines, two fixed routes directly serve communities
within the study area. Route 406 - Buckley provides weekday service with buses running every
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two hours. Traveling between Bonney Lake Park-and-Ride and Buckley along SR 410, buses begin
running at 6:30 a.m. and end service at 6 p.m.

Route 407 - Bonney Lake-Prairie Ridge follows a circuitous route serving several neighborhoods
and park-and-ride lots. Beginning at 7:15 a.m. and ending at 7 p.m., buses run every two hours on
weekdays.

In conjunction with Transpo, Paratransit and Laidlaw, Pierce Transit operates the “Orting Loop”.
The Orting Loop is a dial-a-ride service designed to connect Orting to the South Hill Mall Transit
Center and the Korum YMCA. Vans operate every two hours on Tuesdays, Thursdays and
Saturdays beginning at 9 a.m. The service is free, and reservations must be made one to five days in
advance. Pierce Transit also provides connections at the Sumner Sounder Station. Route 202 - 72"¢
Street and Route 413 - Wildwood provide service to other points in the County.

Planned Improvements

The agency’s Transit Development Plan outlines annual improvements for all transit modes. In
February 2002, the voters of Pierce County approved a 0.3% increase in the Sales and Use tax to
replace the Motor Vehicle Excise Tax funding lost at the beginning of 2002 following the passage of
Initiative 695. The new sales tax took effect on July 1, 2002. Pierce Transit raised the local bus fare
from $1.00 to $1.25 in January 2002.?

Although specific transit enhancements in the study area are not listed, the Transit Development Plan
outlines a number of planned agency-wide improvements. Proposals include:

* Adding eight buses in 2003, and four buses each year through 2008;

* Introducing a sub-fleet of smaller buses to be operated in suburban areas;

* Adding three SHUTTLE vans in 2007, and adding four more vans in 2008;

* Adding 108 vans to the Vanpool fleet between 2003 and 2008;

* Adding 240 bus shelters; and

* Expanding park-and-ride facilities.®

King County Metro
Metro provides transit service to Seattle and surrounding King County. With a fleet of over 1,300
vehicles, the agency attains an annual ridership of over 100 million passengers. Of the many bus
routes throughout the County, three routes serve communities within in the study area, as identified
in Table 8.
Table 8: King County Metro Bus Routes within the Study Area

Route#  Destinations Served

Days Served Service Hours Headways

152 Downtown Seattle Weekdays 5am.—-9am,; 15-30 minutes

Auburn (peak hours) 3:30 p.m. = 7:30 p.m.
Enumclaw
912 Covington Weekdays

Black Diamond

9a.m. —3:45 p.m. 80 minutes

Enumclaw
915 Auburn Weekdays
Enumclaw

6:30 a.m. -5 p.m. 30-90 minutes

King County Metro Online.

Planned Improvements

The King County Metro Six-Year Transit Development Plan was completed in September 2002. The
Plan outlines general and specific actions intended to improve all aspects of the Metro transit
system. Among the general improvements between 2002 and 2007 will be to better coordinate
Metro services with Sound Transit services, especially at commuter rail stations that are served by
both agencies. Park-and-ride facilities will also be expanded during this period, and employers will
be encouraged to participate in group pass programs. Two of the Metro bus routes listed above will
be enhanced through 2007. Table 9 describes the pending improvements according to the Six-Year
Transit Development Plan.

Table 9: King County Metro 2002-2007 Planned Transit Improvements

Route # Description of Changes
152 Route deleted when Sounder commuter rail at full service
915 Add 30-minute peak service to replace route

King County Metro, Six-Year Transit Development Plan for 2002-2007.

Bicycle/Pedestrian Facilities

The State Highway System Plan does not identify any state highways within the study area as
“Bicycling Touring Routes”. Typically a shoulder width of at least 4 feet (the WSDOT minimum
standard for Bicycle Touring Routes) is needed to provide for safe bicycle travel. Portions of the
three state highways in the study area contain shoulders over four feet wide. Of the roadways
under study, SR 410 contains the greatest amount of wide shoulders. Table 10 identifies segments
of each highway containing such facilities. Most of the listed segments however do not contain
continuous 4-foot shoulders, as there are gaps in the system (i.e. narrow bridges, portions of gravel
shoulders, etc.).

Table 10: Highway Segments Containing Shoulders at least 4 Feet Wide

Begin End

MP MP Segment Description

SR 162

0.08 0.51 SR 410 to Puyallup River

3.23 4.40 Bowman-Hilton Road to 102" Street
6.85 9.30 Puyallup River to Orting High School

13.09 15.05 Carbon River to South Prairie Creek

SR 165

18.71 19.01 Lower Burnett Road to Burnett unincorporated limits

SR 410

13.37 13.62 181 Avenue to 184™ Avenue (Bonney Lake)

13.62 15.60 184" Avenue to 214" Avenue (south side of highway only)
19.43 25.71 Buckley (west city limits) to Enumclaw (east city limits)
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WSDOT, State Highway Log, Planning Report 2002.
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Bicycle/Pedestrian Accident Information

The period 1994-1996 is the most recent timeframe for which statewide bicycle/pedestrian accident
data was collected. The “collision rate” is expressed in terms of the number of reported bicycle
accidents per 10,000 residents. The statewide bicycle collision rate in 1994-1996 was 3.00 (based on a
total of 4,892 reported bicycle accidents and a population of roughly 5.5 million residents). During
this period, King County reported a collision rate of 3.95 and Pierce County experienced a 2.46
collision rate.*

Pedestrian collision rates are also expressed in terms of the number of reported accidents per 10,000
residents. Between 1990 and 1995 (the latest period for which data was collected), the statewide
pedestrian collision rate was 3.43 reported accidents per 10,000 residents. King County reported a
rate of 5.21, while Pierce County yielded a 3.28 collision rate.’

Planned Improvements
Shown in Tables 5 and 6, WSDOT’s Highway Capital Improvement and Preservation Program and

State Highway System Plan identify few planned improvements along state highways in the study
area specifically for bicyclists and pedestrians. The Pierce County Nonmotorized Transportation
Plan, completed in 1997, contains a vision for the County’s non-motorized transportation system
in the year 2020. The document contains goals, policies and criteria for selecting improvement
projects. King County’s 2001 Transportation Needs Report provides a lengthy list of transportation
projects to be implemented in future years. Although none exist within the study area, several
planned improvements aim to enhance non-motorized movement on state highways. Both the
Pierce County Nonmotorized Transportation Plan and King County’s 2001 Transportation Needs Report
include bicycle/pedestrian projects not currently listed in the State Highway System Plan. Whether
these projects will be included in the State’s Plan has yet to be resolved. Pierce County’s planned
improvements are listed in Table 11

Table 11: Pierce County Planned Non-motorized Transportation Improvements
on State Highways

Begin End
MP MP Segment Description Planned Improvement
SR 162
9.54 15.91 Calistoga Avenue (Orting) to Spring Site Road Paved shoulders
SR 165
21.24 Mount Rainier National Park to SR 410 Paved shoulders, wide lanes, or path
21.15 21.24 SR 410/Ryan intersection Foothills Trail crossing treatment
SR 410
11.46 21.99 166" Avenue to Pierce/King county line Paved shoulders

Pierce County Nonmotorized Transportation Plan, 1997.
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notes

' WSDOT, 1996 Washington State Highway Accident Report.

2 Pierce Transit, Transit Development Plan 2003-2008.

3 Tbid.

* WSDOT, Washington State Bicycle Collision Data, 1994 to 1996.

> WSDOT, Washington State Pedestrian Collision Data, 1990 to 1995.
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APPENDIX B-EXISTING & PLANNED LAND USE

Prior to beginning the charette land use information was collected to provide background information for
the charette participants. The information presented here was current at that time, but has not been updated
following the completion of the charette.

In order to help communities identify ways to benefit from the park in future years, it is important
to examine their present character. At the same time it is also important to study each community’s
vision for the coming decades. The following text provides a brief description of the cities within the
study area - Bonney Lake, Buckley, Carbonado, Enumclaw, Orting and Wilkeson.

CITY OF BONNEY LAKE

The City of Bonney Lake is located in the southern portion of the Puget Sound urban area in
Pierce County. The community is situated along SR 410, a main east-west thoroughfare. With
roughly 12,400 residents, the City mainly serves as a “bedroom community” for the larger nearby
employment centers to the west and north. Of the 4,390 acres within City limits in 1995, residential
uses comprised 62% of land. Commercial and Industrial lands only accounted for 6% of lands, thus
resulting in the relatively small employment base'.

Commercial development is concentrated in the SR 410 corridor, with highway-related retail lining
the roadway through most of the community. Commercial development is a mix of large “big box”
chain retailers and smaller developments with more diverse and local businesses.

In the coming decades, the character of Bonney Lake is expected to remain relatively similar to its
current state. Lands within the City’s urban growth area (UGA) will largely be devoted to residential
uses. The population is expected to reach approximately 21,200 residents by 2016. Employment also
expected to grow, from a current (1995) workforce of 3,480 employees to roughly 5,700 employees.
Future development is not expected to significantly change the largely residential character of the
community.

CITY OF BUCKLEY

The City of Buckley is situated on the south side of the White River in Pierce County. The community
lies at the junction of SR 165 and SR 410. According to the 2000 census, approximately 4,150 persons
reside in the City. Residential uses comprise a large portion of land within City limits. Of the
2,452 acres of land within the City of Buckley in 1993, homes accounted for nearly 44% of the area,
or 1,080 acres. Commercial uses accounted for 3% of land coverage while industrial lands do not
exist’. Most residents commute to employment centers in other parts of King and Pierce counties.
The Rainier State School for the developmentally disabled is a large landowner adjacent to the
community. Although it is not located within the city limits, it is an integral part of the community,
and a major employment center.
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Buckley’s 1995 Comprehensive Plan is based on the “Rural Center” development plan, which is
the preferred plan among city leaders for future development. The development plan aims to
accommodate the projected 7,400 residents in the year 2014. The concept calls for increased
development of various types of housing, ranging from “Rural Residential” (2 dwelling units per
acre) to “High Density” (8-12 dwelling units per acre). The alternative assumes the strict measures
restricting urban/suburban growth between Buckley and Bonney Lake will be enforced by Pierce
County. In terms of employment and economic development, the Rural Center development plan
assumes that farming will decline as an economic placeholder while the manufacturing, retail and
service sectors will grow. This coincides with citizen demand for more retail and consumer services
in the city.

At the time of the charette development in Buckley has been constrained by a moratorium on
development

Goals, Objectives and Policies

Supported by objectives and policies, the Comprehensive Plan outlines several goals intended to guide
growth and development in the coming decades. The goals are classified into several elements such
as “residential”, “commercial” and “resource protection”.

The Plan’s “general goal” in guiding future development is to “assure a healthful and productive
environment for Buckley’s citizens”. This goal is supported by a number of land use objectives that
include using the City’s Urban Growth Area and Neighborhood Planning Areas as centerpieces
for future land use policy, and ensuring that an adequate reserve of land supply exists to support
growth beyond the twenty-year planning period. Policies adopted to support these objectives seek
to strike a balance between maintaining a high quality of future urban growth while preserving a
sense of rural character. Citizen preferences are to be considered at all planning and development
stages.

Buckley’s overall “transportation goal” is as follows: “Streets and transportation systems should
enhance the appearance, quality, and function of residential neighborhoods.” The primary supporting
objective is to ensure the coordination of land use and transportation decisions. The Comprehensive
Plan lists several policies intended to fulfill this objective. These policies include encouraging the
development of a grid street pattern and providing an attractive streetscape that is inviting to both
vehicles and pedestrians. Attractive streetscapes, according to the Plan, contain sidewalks on both
sides of streets, planting strips between street and sidewalks, street trees, pedestrian-scale furniture,
on-street parking, and accommodations for bicycles.

CITY OF CARBONADO

With a population of about 600 residents, the small city of Carbonado is located on SR 165 north of
Mount Rainier National Park. Residential uses comprise the vast majority of land coverage within
the community. Except for a newer housing development completed in the past decade, the housing
stock is comprised mostly of older homes. Many residents commute to employment centers in the
Puget Sound area.
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Carbonado will likely maintain its state as a “bedroom community”. The City recently received a
community development grant to refurbish its historic fire station.

CITY OF ENUMCLAW

Enumclaw is located in southern King County at the confluence of SR 164, SR 165 and SR 410. With
a 2000 population of roughly 11,100, the community calls itself the “Gateway to Mount Rainier”.
According to the Enumclaw 1999 Comprehensive Plan, about 3,750 acres of land lie within City
limits. 27% of these lands are devoted to residential uses, and agricultural lands make up 23%.
Commercial, Warehousing and Industrial lands collectively account for about 7% of City lands.
Enumclaw’s overall rural character is increasingly attracting newcomers from the more urbanized
Puget Sound region.

While recognizing that growth is inevitable, residents place a high value on preserving Enumclaw’s
rural identity and sense of community. The Comprehensive Plan projects the population to grow to
nearly 14,000 residents by 2014. The Urban Growth Area (UGA) (reserved for future development)
contains approximately 1,090 acres. Future growth will largely be in the form of residential
development. Within the UGA, 30% of land will be devoted to housing while Commercial and
Warehousing uses will each receive less than 1% of new land. Industrial uses will see no growth.

Vision
In addition to maintaining its rural and residential character, Enumclaw’s overall vision also aims to
increase economic development. The City’s vision is as follows: “The City of Enumclaw . . .

* s located in southeast King County and is the dairy and equestrian center of Washington state.

* s a family-oriented town that meets the needs of a traditional, hometown community

* s home to small and medium sized non-polluting, light industry that provides living wage jobs for
local residents

*  Has a varied and sound economic base that includes a healthy mix of community, professional, and
medical services, with revitalized commercial and retail districts.

*  Promotes team strategies through public, private and community partnerships, building on civic and
entrepreneurial leadership of the Enumclaw Plateau.

*  Meets education needs with quality primary and secondary, essential higher education programs and
facilities, and mutually supportive linkages between education, local business, and government.

* Has active arts and heritage programs, building on the rich and diverse cultural heritage of the
Enumclaw Plateau contributing to the economic vitality of the community.

* s home to a full-spectrum of year-round recreational opportunities on the Plateau and gateway to
the Cascade foothills, Crystal Mountain Ski Resort, Mt. Baker-Snoqualmie National Forest, and
the White River entrance to Mt. Rainier National Park, for lifestyle elements for local residents and
tourists.”
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Goals and Policies

Among other elements, the Comprehensive Plan outlines general land use and transportation goals to
support the City’s vision. These goals are further supported by a number of policies. Following is
a summary of land use and transportation goals.

Land Use

Enumclaw has two main land use goals. Land Use Goal “A” is “to support and improve a rural,
residential community comprised largely of single-family neighborhoods together with an urban center and a
broad range of other support services and businesses which occur in identified commercial areas, surrounded
by preserved open space and agricultural use”. This goal is supported by an array of policies dealing
with both land development and land conservation. Several factors must be considered before land
use decisions are made including the need for the proposed use, proximity of the land to community
infrastructure and services, and the potential effect of the proposed use on the small-town character
of the City. At the same time, the Plan encourages preserving agricultural lands on the City’s
fringe.

Land Use Goal “B” seeks to “encourage a land use pattern and corresponding regulations that conserve
environmental resources.” This entails preserving historic, visual and cultural entities, including
views, landmarks and areas of special locational character.

Transportation
Transportation policies are guided by Land Use Goal “A” (stated above). Many of the policies

stated in the Comprehensive Plan support alternative travel modes. The policies range from general
actions to more-detailed elements of transportation design. General directives include utilizing
surplus rail and street right-of-ways for bicycle/pedestrian trails, and encouraging segregated
internal pedestrian circulation systems in new or redeveloping commercial districts. Detailed
requirements include providing sidewalks and planting strips along arterial streets, installing
lighting and wheelchair ramps to improve safety, and providing transit shelters to enhance
pedestrian comfort.

CITY OF ORTING

The City of Orting is located on SR 162 in Pierce County. The City’s 1996 Comprehensive Plan
estimated the population in 1992 to be 2,240 residents with about 500 employees. Residential
and agricultural/forestry uses comprise the majority of lands within City limits. Residential uses
account for 11% of land coverage (about 183 acres) and agricultural/forestry lands cover over 1,220
acres (73%)°. Within the City, a small commercial district exists along the main street consisting of
retail and service entities.

By 2013, Orting’s population is expected to reach nearly 4,400 residents with almost 700 employees®.
Much of the growth will take place in the planned Cascadia development. Currently under a
permitting process, the development will contain a variety of land uses including residential,
commercial, industrial and institutional. By 2020 Cascadia is anticipated to add over 6,200 residents
to the Orting area. Although not incorporated, the community will be served by City of Orting
agencies and infrastructure. Within the same period, nearly 400 acres of land will be developed for
business parks, likely resulting in an increased employment base”.
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Vision

The Comprehensive Plan outlines the vision for Orting created in 1992 with the help of both residents
and city officials. The City’s vision is as follows: “Orting is a cohesive rural community nestled in the
Puyallup Valley. Its distinctive natural features include two river corridors and a spectacular view of Mount
Rainier. Orting’s downtown is its historic center. It should be enhanced as a vital center where all residents
come to transact daily commerce and to meet for social activities. Orting should expand its employment base so
that young people can choose to live and work in the community. Orting should preserve its pastoral heritage
which is rooted it its open spaces, undisturbed edges, and small-scale agricultural establishments. It should
preserve the distinctive qualities of its natural amenities, which should be linked through scenic corridors of
green along its rivers. Foremost, Orting should preserve its small town character. It should remain a place
that is free of urban pressures; where people know their neighbors, take time to tend a garden, and have mutual
respect for their fellow citizens”.

Goals and Policies

Land Use

General land use goals stated in the Comprehensive Plan seek to promote economic development
while maintaining a sense of rural identity. On the economic development side, General Land
Use Goal #1 is to “establish a development pattern that is true to the vision for Orting by encouraging the
expansion of its economic base while preserving its agricultural heritage and its rich resources”. At the same
time, development should not run unchecked, as mandated by General Land Use Goal #2. This goal
simply calls for the preserving “the small town character of Orting”.

Transportation
The Comprehensive Plan also outlines several goals and supporting policies for alternative

transportation modes. In terms of transit, the City encourages entrepreneurs and businesses to
develop transportation service that complements service provided by public transit agencies. This
includes using small vehicles (such as shuttle buses) to transport residents in lower-density areas
to designated “pick-up points”. To support bicycle and pedestrian movement, the Plan calls for a
non-motorized plan for both on- and off-road facilities that link residential areas with schools, parks,
recreational areas and retail/commercial destinations. Coordinating transportation and land use
planning is also encouraged to foster pedestrian-friendly environments.

TOWN OF WILKESON

Located at the foothills of Mount Rainier, the Town of Wilkeson lies on SR 165 in Pierce County. The
rural community contains about 400 residents. As of 1995, residential lands comprised much of the
city’s acreage (approximately 125 acres). A cluster of commercial structures in the central business
district and a highway commercial strip occupy another 8 acres’. As local natural resource-based
jobs have declined, most residents are employed in the Puget Sound area.

Wilkeson’s 1995 Comprehensive Plan projects the 2012 population to be near 840 residents. The
growth in population will be primarily from commuters searching for a rural lifestyle. Most of the
residential growth will occur within the existing Town limits as land is developed to its capacity.
The rate of commercial development is expected to remain near current levels'.

ﬁf.ﬁ i

Vision

Assisted by the Planning Commission, Wilkeson residents developed “community vision
statements” for seven categories pertaining to future growth. The subjects included utilities,
economics and transportation. The overwhelming theme of the citizens was “to retain the charm and
ambiance that makes Wilkeson unique. The ‘small town’ atmosphere and setting of Wilkeson is important to
the citizens and visitors of the community. All other decisions affecting the community should be measured
against this rule.”™

Goals and Policies

Land Use

The Comprehensive Plan outlines several goals and many supporting policies to serve as a foundation
for fulfilling the community’s vision. Most of the goals are intended to control the type of development
so that the Town does not lose its rural character. One goal states that Wilkeson should only allow
a limited amount of growth in order to complement the Town’s character as well as the services and
infrastructure currently available. Orderly development with respect to the natural environment is
also encouraged. With close proximity to many natural features, the Town of Wilkeson wishes to
maintain and support its existing and future recreational and cultural activities.

Transportation

The Wilkeson vision is also supported by goals pertaining to alternative transportation modes.
Although the community currently lacks public transit service, the Comprehensive Plan calls for the
creation of some form of service to link residents to employment and shopping centers in other parts
of Pierce County. Coordination with Pierce Transit is identified as a first step. Providing pedestrian
amenities throughout the community is alternative transportation goal. With the local School
District, the Town of Wilkeson wishes to identify major pedestrian routes to the school campus.
These routes will then be provided with improved amenities to facilitate safer travel. Additionally,
the Plan calls for the provision of sidewalks on all newly constructed or reconstructed streets.
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